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spring plate, such as is shown by fig. 2. There are two 


Estimating the weight at 19 lbs. per teneid = 8,420 Ibs., 


methods of manufacture pursued at present. One consists | brings the cost of labor nearly 1.15 cents per pound. 
in punching out at one stroke by an enermously powerful The cost of the foregoing items has been given, as they 





The ‘Manufacture of Railroad “and Bridge Forgings. 


The prevailing tendency in all classes of manufacture at 
present is toward ‘the substitution of machine for manual 
labor. This is necessitated by two reasons: first, the great 
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Fig. 1. 








The design of this article is not so much 





























and growing competition in all branches of trade call- 
ing for the strictest economy of labor and material ; 
second, the duplication of parts—a practice absolutely 
necessary in manufacturing in large quantities. While 
machinery has, to a great extent, displaced hand-work, 
still we find, in what may justly be called one of the 
most important processes of iron-manufacture, viz., the 
forging it into ‘‘ shapes,” methods employed, for which, 
as the following article is intended to convince the 
reader, other processes can be substituted with great 
advantage. 

Take, for instance, the forging of a draw-bar blank, 
such as is shown by fig. 1, in the annexed sketch. As 
made at present, the blacksmith takes a piece of iron, 
the proper length and size of the body, back of the head. 
This he scarfs down to an edge at one end. Then taking 
a piece, the size of the head, he cuts one end down to the 
size of the body, scarfs and welds it to the body. The 
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SEAVER’S PATENT ANVIL BLOCK FOR 
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punch a blank the exact shape of the required article from a are probably most familiar to the reader, but to one ac- 
plate of the proper thickness. At first sight this seems to be | quainted with railroad work, numerous other shapes, such as 
the cheapest and best way of making it, but a careful ex- face-plates, miller hooks, links or hangers for swing-motion 
amination of such a punched plate will reveal fractures ex- | trucks, will readily present themselves. Nearly all of the 
tending from the ‘corners in toward the centre, which | above are hand forgings and cost from 1 to 2)¢ cents per 
greatly injure its strength. After such punching the plate | pound for labor. 

ought to be brought to a welding heat and straightened. | 
Another and very serious objection to punching is the di-| present ways and cost of manufacturing such work as to 


to dwell on the 











~ =f , 
© © } 
pomentnits 5, 
Fi g. 3. 
LI 


—S 
callthe attention of the reader to a new method of 
forging such shapes that is said to be rapidly gaining 
favor with manufacturers, viz, : the use of the die forge, 
figs. 5-7, 4 tool that recently has been brought to a 
very nearly perfect form by an almost radical change 
in its form of construction, thereby permitting a class 
of work that heretofore it has been considered almost 
impossible to make in dies of the flat or face form, a 
style possessing great advantages over the edge or open 
die, which form at present is in use in some classes of 
work. This anvil block was especially designed for the 
rapid and economical production of the work mentioned 
above, and is claimed to overcome completely the great- 
est objection to the die-forge—the labor of extricating 
the finished work from the die, it being almost impos- 
sible to do so without bending or otherwise injuring 
the work, which, being at a welding heat and conse- 
quently extremely soft, is in a very bad state for band- 
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tennant, or riveting tongue, is then cut out, and the corners | rection of the grain of the iron, which ought to run length-| ling with the degree of force necessary for removing from 
turned back, to support the face-plate. The cost of manu-/| wise of the plate, but which is quite as apt to be found | the die. 


facturing a lot of 120 of these blanks would be very nearly crosswise or diagonal. A second method of manufacture, | 


The method of constructing this anvil block is as follows: 


as follows: |andone more generally followed, is to take a piece of the A, fig. 5, is the ordinary bed-block, such as every hammer 
Heng 60 hours, at a7 OR 5 sabi s nlite de> tivnaioes $16. oo | proper size and cut to the exact length. This piece is placed | is provided with; B isa substantial, heavy casting, strength- 
Coal, 600'Ibs., at $3 per ton............ NTL IIE "go | in the fire, and when at a proper heat the corners are cut| ened by means of wrought-iron bolts shrunk in to prevent 
MMIII. soo eo as aon nntone eee ee 1.00 | out and it is straightened. Leaving the first method out of | splitting. In this casting is planed a slot or opening, extend 
| DEE AM bree ine $39.40 | Consideration, the cost of 180 of these plates would be about: | ing through it from front to back. The back edge of the 
This, taking the weight at 30 pounds per blank = 3,600 Hew sma hours, at ite stseesesdacbeesccsccscoeeres oe 4 | slot is about 114 in. deeper than the front edge, as shown by 


pounds, makes the cost of manufacture about 1,), cents per 


pound. 


As another instance, take the cost of manufacturing a | 


pers 
Coal, 600 lbs ., at $3 per ton 
Repairs and extras, I a. betce ives dchsiong ‘ 








Or @ t0enl Of. 0.05 ce. 00. 


90 | dotted lines in fig. 6. In this slot is placed a plate, ©, of 
cast steel, hardened so as to resist the severe use it receive 
$39.40 | as a bed for hammering on. This plate is planed to a slightly 
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tapering or wedge shape, corresponding to the bevel of the 
bottom of the slot, so that it may be wedged tightly up 
against the bottom of the die, which is a flat casting, D, 
shaped like a thick plate, with beveled edges, which rest in 
dove-tailed grooves directly over the sliding-plate. The die 
has an opening, O, figs. 5 and 7, clear through it, the exact 
shape of the forging it is intended to make. 

The illustration shows a die for a draw-head blank. To the 
hammer ram or head is secured the top die, a casting corre- 
sponding in shape to the opening in the lower die. 

The manner of using this anvil block is as follows : 

Suppose it is desired to make a draw-bar such as is referred 
to in the preceding part of this article. A piece of iron the 
size of the body and long enough to reach clear through the 
head has a piece the size of the rivet tongue and long enough 
to project from the junction of the head and the body to the 
end of the tongue placed on top of it at one end. The end 
resting on the body must be sheared off like a scarf to insure 
welding. It is then placed in a heating furnace, and, when 
brought to a welding heat, laid in the die (the sliding-plate 
being in the block and coveying the bottom of the die), A 
few blows of the hammer will then flatten it down into a 
solid, homeogeneous forging, the exact shape of the opening 
in the die. The sliding-plate is then withdrawn by the lever 
L, fig. 7, from the die-block, leaving only its front edge rest- 
ing in the slot. The forging is then forced down out of the 
die into the space left by the withdrawing of the sliding-plate 
by the top die on the ram, which is allowed to descend 
gently. It can then be easily removed from in front of the 
anvil block. The sliding-plate being then replaced, all is in 
readiness for another forging. 

The following tables have been made, to show the cost of 
doing this class of work, in this anvil block, which make 
plain its advantages : 

Estimate of labor on the following lots of work. 
120 draw-bar blanks, as per fig. 1: 






1 hammersman, 10 hours, at 30 cts...................0465 $3.00 
1 heater, 10 hours, Bt 26 Cts........cccees cececessevceves 2,50 
1 fireman, 10 hours, at 20 Cta..............scccccvccccees 2.00 
% helpers, 30 hours, at 15 cts.. 4.5 
Coal, 2,000 Ibs,, at $3 per tOn.........266 cecceceeeeceees 3.00 
Repairs of furnace and hammer, say..................... 1,00 
Total amount expended,........6.....000cceeeeeeeees $16.00 


Taking the weight, as before, at 30 lbs. per blank, we have 
$16, divided by 8,600 Ibs. = ;44, cent per pound, against 
1,', cents, or a reduction of nearly two-thirds the cost. 

180 Spring Plates, as per Fig. 2.—In this item the cost of 
labor for one day’s work of the furnace and hammer would 
be the saine as? the draw bars. The same labor will turn 
out about 180 spring plates in place of 120 draw bars. 

Taking the weight at 19 lbs, per blank, we have $16, div- 
ided by 3,420 Ibs, = j4f, cents per pound, against 1,\f, cents, 
a reduction of three-fifths the cost, 

About 80 links or hangers for swing-motion trucks, as per 
fig. 3, can be turned out per day. Estimating the weight at 
21 Ibs. per hanger, the cost will be $16, divided by 1,600 
ibs. = 1 cent per pound. 

In Bridge Work.—The tollowing memorandum of the 
cost of doing this class of forging, as used in the principal 
item of bridges—viz., the eye-bars—will enable manufac- 
turers to compare the cost of using the flat or face-die, with 
removable bottom, against the edge-die, where the eye has 
afterward to be welded to the body of the bar ; the solid 
face-die with the labor attendant on removing the work from 
the die, and the hydraulic or upsetting methods ; the rel- 
ative costs of which are best known to the manufacturers, 

The forging of 160 eye-bars, of various sizes, ranging 
from 4 in, X 1 in. X 25 ft. to 3 in. x Wy in. x 18 ft., and 
weighing altogether 38,895 Ibs., consumed ; 

1 foreman blacksmith, 30 hours, at 40 cents...... « oe eae $12.00 


| hammersman, 524 hours, at 40 cents................6005 15.75 
1 heater, 5244 hours, at 25 cents.............6606 cece eens 13.12 
1 fireman, 5244 hours, at 20 cents .............6. cece cece ee 10.50 
Laborers, 450 hours, at 15 cemts.... 0... . eee eee eee ee cee 67.50 
Coal, & Rae, Be eee isk eres dos se 0scdeecccccecs comme 24.00 
Repairs to furnace and hammer.... ..........0000seeeseee 5.00 

Total... wcccrvegsetecarcedsee ntheb oeccvsene cBedes eden $147.87 


This, divided by the weight, brings the cost at jj}, cent 
per pound, On larger bars, such as 6 in, 2 in. x 20 ft., 
the cost is greatly reduced, and will not exceed 4, cent 
per pound, 

The manufacturers of this anvil block, Messrs, Seaver & 
Montgomery, are prepared to furnish anvil blocks, ready 
for attaching to any hammer, and will correspond with 
parties who may think of adopting it, and can give any re- 
quired information as to cost and manner of arranging 
heating-furnaces and shops, with a view of reducing the 
cost to the lowest point. Their address is No, 108 Ohio 
street, Buffalo, N. Y. 


Gontetbutions. 


The Standard Truck for the Standard Freight Car. 


Kansas Crry, April 5, 1880. 
To THE EprroR OF THE RAILROAD GAZETTE : 

Report says that some of the trunk roads between New 
York and Chicago have under consideration the adoption of 
a uniform system of freight cars, which is ‘to fornt the basis 
of a general standard for all the roads concerned, and from 
which specifications will be made to guide ‘them in their 
future building of rolling stock. 

This is an important step in the right direction, and if the 
master car-builders, on whose decision the specifications are 
made fix upon well-tested plans, they will not only deserve but 
secure the thanks of many, who, while having the knowledge 
of what is wanted in the construction of good cars, have 
neither influence nor opportunity for introducing them into 
general service. 

With the construction of the body, not much can be ef- 
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fected in the way of improvement, asthe chief requirement | The weight of the locomotive is ‘reduced without sacrificing 


is to provide sufficient carrying capacity, and the ordinary 


rectangular body,.as usually built, accomplishes all that. 
But with the truck it a very different matter, and it will 

be well if it receives the careful consideration it deserves. 
Of the styles of trucks now running, they are legion, and 








strength, fire-boxes constructed on this principle outlasting 
those in which crown-bars were employed. The vertical 
strain, operating so injuriously on the side stay-bolts, the 
furnace door and the foot-ring, is materially uced, The 
water space above the fire-box is enlarged and the facilities 
for cleaning are greater. The only objection raised is that 
in the case of a fire-box with a rounded outer shell there is 


for that very reason it may not be so easy in making a se- | difficulty in adapting to its curved surface the stay-bolts 


lection; but if there is one thing more than another worthy 
of important consideration, it is the truck. 

The one most in use now appears to be what is called the 
** diamond” pattern, from the diamond shape of frame bars, 
and so far as the side framing is concerned, I think it is very 
good; but I would respectfully submit that any combination 
of wood and iron in forming the frame-work of truck should 
be dispensed with forever, and only iron used. Wood shrinks 
and splits up so much that it is impossible to keep the parts 
firmly secured with bolts and nuts. 

Without assuming to dictate to those gentlemen who have 
this matter in hand, I would like to say a word or two on 
the truck question. It might be invidious to particularize 
any one of the so-called iron trucks now in use, but, as the 
time is at hand for selecting the best one known, one that 
has given proof of its superiority both as to its simple con- 
struction and cheapness of maintenance, I think I am not 
overstepping the bounds of propriety in suggesting the 
adoption of that with iron channel-bar transoms. 

That truck has been in use, to my knowledge, for years, 
and is, I believe, now adopted as their standard by a large 
number of first-class roads, which in itself speaks well for its 
popularity and the favor in which it is held by car-builders 
and railroad officials, 

As to the mechanical principles which govern its construc- 
tion, there can be nothing more clear than that the channel- 
bars riveted to the transom castings form the strongest girder 
that can be made with the same weight of material, whether 
of iron or wood; while the compactness with which the 
channel-bars permit of the truck-bolster working between 
them adds greatly to the strength of the frame and reduces 
the liability of damage to the truck in cases of accident. 

For a long time past I have been noticing the different 
varieties of trucks running over the road with which I am 
connected, and especially with reference to the repairs 
needed, both in ordinary working and after they have been 
in accidents, and I am free to state, that those with channel- 
bars require very much less repairs, and, as a rule, when 
they have been in a collision, they come out comparatively 
unscathed. For these reasons, and their extraordinary 
strength as compared with their weight, I would strongly 
recommend them in preference to any other. Some may 
make an objection to them on the ground that they are 
patented and subject to a royalty charge; but in these days, 
what article of merit is not patented ? We have iron roofs, 
continuous draw-bars, grain doors, and several other impor- 
tant parts, all of which are patented and worth paying for, 
because, in the construction of a car, a few extra dollars ex- 
pended on such valuable improvements would be money 
well spent, and the saving effected from their use, in the 
reduction of repairs, would, in a short time, far more than 
compensate for the extra outlay. 

The considerations for building a car are very much the 
same as for building a house. To insure success in either 
case, it is of the first importance to secure good foundations, 
and as the trucks are the fundamental part of a car, they 
cannot be made too strong, considering the hard usage they 
have to resist, the great weight they have to sustain, and the 
little care and attention they usually receive during their 
long peregrinations from home. 

Because of these and kindred reasons, I hope that the 
truck which is to become the new standard will be made en- 
tirely of iron, bar iron for side framing, and channel iron 
for transoms; then we shall have an almost indestructible 
truck, Joun GRAMSBY, Master Car-Builder. 





Experience with Firesboxes in Germany. 





One of the subjects proposed for observation and report 
at the last technical convention of the German Railroad 
Union, was the ftire-box. A series of questions were put, 
with a view of eliciting opinions as to the merits of fire- 
boxes constructed on new or improved principles, the an- 
swers to the questions being in the form of reports of their 
experience from the different roads, very similar to circu- 
lars of inquiry and replies of our Master Mechanics’ Associa- 
tion, We condense from the report the following: 

Experiments with fire-boxes of novel construction are 
reported on by seven roads. The fire-boxes in question were 
constructed in some cases from corrugated copper, in 
others from plain steel or copper plates, with arched crown 
and without crown-bars or stay-bolts between the inner anc 
outer crown-sheets, the inner and outer sheets being con- 
nected together by braces. Complaints are made that the 
side stay-bolts not only begin to leak much sooner than in a 
fire-box of ordinary construction, but that they are much 
more liable to fracture, the arch-formed top increasing the 
vertical strain on the sides. The freedom of the crown-plate 
from scale, avoiding frequent cleaning and rapid deteriora- 
tion of metal, seems to be the chief advantage of this form 
of construction, and such fire-boxes appear to have been 
most successful when of small size. 

Opinious were also requested as tothe relative merits of 
rm, se with the flat tops secured by bars, compared with 
those in which the inner shell is attached to the outer by 
means of stay-bolts. This form of construction was adapted 
by different roads to fire-boxes in which the outer shell was 
flat, to those in which it was round and to some constructed 
ov the ‘* Becker system,” i. e., with flat top and full rounded 
instead of angular corners. With one exception the forty- 
two roads reporting decide in favor of the stay-bolt system 
in place of crown-bars. The reasons given are various. The 
fire-box is cheaper; water can circulate freely over the 
crown-sheet, which is not the case where it is stiffened by 
means of bars; constant circulation reduces scale and de- 

it to a minimum, rendering this form of fire-box especial- 
y advantageous where the water supply is hard or impure. 





from a flat crown-sheet, 

With regard to the question, Which show most favor- 
able results ; riveted or screwed stay-bolts in the attachment 
of the crown-sheet, and which particular form of each 
is considered best, considerable diversity of opinion ex- 
ists. A large majority of the reports ara in favor of a 
rivet-head, particularly on the inner side of the fire-box. 
Rivets are objected to on the ground that they are liable, 
unless of very soft metal, to be so much strained while being 
closed in a cold state as to loosen the thread at the screw- 
end and cause a leak, while where a nut is used at both ends, 
this objection 1s removed ; that it is difficult to close a rivet 
securely on the inside, in consequence of the small space to 
work in ; that, in case a nut is burned or broken off, it may 
be renewed easily, while if the stay-bolt is riveted, and the 
rivet-head is burned, a new stay-bolt has to be fitted, involv- 
ing expense and loss of time. Against the nuts it is urged 
that they are very quickly burned off ; one road mentioning 
an instance where they used brass nuts, which were all 
burned off in two years, while a set of rivets was good after 
eight years. In no case have careful experiments been un- 
dertaken with a view to determine the respective merits of 
nuts and rivets under similar treatment and conditions, and, 
though we may compare the results as expressed in the re- 
ports, they do not furnish conclusive arguments on either 
side. Various combinations of screw and rivet were em- 
ployed. In many cases, especially where the outer shell of 
the fire-box was round, the stay-bolts were riveted outside 
and furnished with nuts inside the fire-box, which method 
gave entire satisfaction. One or two roads experimented 
with capsule, or closed nuts, and some with washers under 
them ; but, though both are reported satisfactory, they fur- 
nish no grounds for comparison. Both rivet and screw are 
probably equally valuable, when carefully made and adapt- 
ed to their respective circumstances. 

In answer to the question, To what extent are steel and 
iron employed in the construction of fire-boxes, what are the 
merits of different kinds of steel and iron, and what different 
plans of construction have been followed, we find only seven 
reports. According to a majority of these statements, the 
life of an iron or steel fire-box varies from one to two years. 
They are found liable to dangerous cracks and smaller frac- 
tures in the neighborhood of the tube or stay-bolt holes, ap- 
pearing suddenly and without visible causes. In most of 
these cases the material employed was cast-steel, or the 
finest quality of iron. In the seventh report, five locomo- 
tives belonging to the company had Bessemer steel fire- 
boxes, and one a fire-box of wrought-iron plated with steel 
inside the furnace. Four are of small size and built with an 
arched top without crown-bars, the locomotives in which 
they were being used only ia the yard; two of these were 
built in 1871 and two in 1876. The other two are heavy 
freight engines; one was built in 1874 and one in 1875; the 
fire-boxes are built in the ordinary style with flat crown- 
sheets, but stay-bolts instead of crown-bars. The greatest 
care was exercised in the choice of materials. The locomo- 
tives have been constantly at work ever since sent out, and 
their durability is considered satisfactory. 

Question 19 in the series reads: Have fire-boxes with 
curves of increased radius in sides, top and angles shown 
good results; what have been the extreme radii, and 
what pressure have they been subjected to? The maxi- 
mum radius reported is 367 mm. [14.7 in.] The re- 
ports show that where the strength of the material is proper- 

proportioned, the curves in the vertical corners and in the 
change of cirection from sides to roof may safely be in- 
creased. All locomotives, where marked increase in the 
curve is shown, appear to have been constructed with stay- 
bolts instead of crown-bars. The tensile strength of the ma- 
terial is claimed to be better preserved by employing wide 
curves ; with the old system,the metal was apt to crack and 
scale out where the sharpturns were made. Care is required 
in calculating the amount of staying power necessary with 
the increased curve. In one case, with a curve of 340 mm. 
(1814 in.) radius, the fire-box collapsed, the failure being in- 
directly attributed by the constructors to insufficient stay- 
ing; but the trouble was most probably deficiency in the 
strength of the material used. Averaging the figures given 
in all the reports, we arrive at 200 mm. [8 in.) radius of 
curve from sides to crown-sheet, and 55 mm. [2.2 in.Jin the 
vertical turns as the most advantageous. The strength of 
the material employed has only been given in three instances, 
as shown by the following figures : 

17 mm. [0.68 in.|] thickness of material, 360 mm. [14.4 in.] curve 
radius, 10 atmospheres pressure. 

15 mm, [0.6 in.| thickness of material, 200 mm. [8 in.| curve 
radius, 9 atmospheres pressure 

16 mm. [0.64 in.| thickness of material, 365 mm, [14.6 in.] curve 
radius, ¥) atmospheres pressure. 

Reports were requested as to what methods of construction, 
if any, were employed, by which the attachment of the 
inner shell of the fire-box to the outer by means of stay-bolts 
could be safely dispensed with, without injuring the steam 
generating capacity, power and safety of the boiler. Only 
two reports of interest were rendered. In one case, the 
Louis of Hesse Railroad has had in operation in some of its 
switching engines for the last two years horizontal, cylin- 
drical, iron fire-boxes, inserted after the fashion of the inner 
shell in the locomotive form of boiler, without stay-bolts or 
bars. The diameter of these fire-boxes was 800 mm., and a 
working-pressure of uine atmospheres was satisfactorily 
withstood. A Hungarian road is at present experimenting 
with a fire-place, built forward of sheet-iron, lined with fire- 
brick, in lene of the ordinary fire-box, surrounded with 
water. Further details as to success, etc., cannot be given, 
until the experiments are completed.* The scarcity of re- 
ports may be attributed to the close connection between this 
question and the first, which treats of fire-boxes with arched 
crown-sheets, the inner attached to the outer shell by means 
of stay-bolts. 

Question 21 asks whether in riveting the stay-bolts, simple 
hammering out has proved as efficient as riveting with the 
regular shaped rivet-head?. The opinions of the different 
roads on this point are so varied that it is almost impossible 
to reconcile them. Some consider the flatting of the stay- 
bolt head superior to regular riveting ; many consider the 
merits and demerits of the two systems about equally bal- 
anced; others will only recognize the round-headed rivet as 
efficacious. Where the stay-bolt ends are simply ham- 
mered out, it is affirmed that the fire-box became leaky 
much sooner; in one case the fire-box became so leaky that 
it had to be taken out, it was found difficult to — up 
loosened stay-bolts, and in consequence careless or dishonest 
workmen were tempted to save trouble by caulking in the 
metal round to both ends. It was observed in many cases 
that the metal was burned away, leaving a hollowed ring or 
depression round each bolt. It seems to have succeeded bet- 

* This must be the Verderber boiler, illustrated on page 110 of 
the Railroad Gazette for 1879. 
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ter with the outer end of the stay-bolt. Complaints against 
full round-headed rivets are mainly confined to the hold the 
fire obtains on them, causing them to be rapidly burned off; 
to the damage that careless riveting may do to the inner 
shell; to the difficulty of closing a rivet properly in such an 
inaccessible place as the fire-box of a locomotive, and to the 
fact that the amount of hammering required to form the 
regulation rivet-head so damages the metal as to cause a 
more frequent breaking of the stay-bolts, 

The subjects of the twenty-second question are : What 
observations have been made with regard to the breaking of 
stay-bolts ¢ Is it necessary to drill them only about the 
thickness of the shell of the fire-box from either or both 
sides, or should they be drilled right through to insure the 
ready detection of a fracture? The fifty-four answers to 
the foregoing are arranged under five separate headings. 
Taking them collectively, we find that the majority report 
tke most frequent fracture of the stay-bolts as occurring 
immediately under the outer shell of the fire-box and very 
rarely in the middle of the bolt. In one report, reason is 
given that in consequence of the greater expansion of the 
inner shell of the fire-box, caused by the great variations in 
temperature to which it is exposed, the stay-bolts are drawn 
back and forth against the edge of the outer shell of the 
fire-box, generally of iron, while the inner shell, being 
usually of a softer metal, gives tothem. In time the bolts 
are impaired, and a break occurs at the injured spot. Nine 
roads report fractures near the inside of the inner shell as 
well as the outer ; three roads find them only at the end of 
the bolt nearest the inner shell, while four have ob- 
served breakages in the middle of the bolts. Closer 
observation shows that breaks most commonly occur 
in the foremost and uppermost rows of bolts im- 
mediately near the swell of the fire-box. At this point, it 
is explained, the contraction and expansion of the plates are 
most severe, and the stay-bolts are bent laterally to and fro 
until at last they break. In harmony with their experience 
of the breaking of the bolts, the committee find that a ma 
jority of the roads are in favor of boring them from outside 
inward a little deeper than the thickness of the outer shell of 
the fire-box. In favor of boring the bolts completel through 
they find nine reports; but twoof them own that their prin- 
cipal object is increased facility for keeping the box clean, 
and one of them always plugged the inner end of the bore 
with a copper plug. The disadvantages of boring the bolts 
through are said to be the loss of heat and entrance of cold 
air to the furnace; that such stay bolts are apt to be driven 
out of shape in riveting; when screwed in too tightly they 
are apt to be twisted and easily broken, and that in case of a 
break the water streams into the fire-box and puts out the 
fire. Thirteen roads consider the boring from both sides a 
little deeper than the shells of the fire-box safest, as, al- 
though such occurrences are comparatively rare, it does some- 
times happen that a stay-bolt will break off close to the inner 
shell of the fire-box. Three roads reports in favor of bolts al- 
together unbored, claiming thatthe advantage of easy detec- 
tion of a breakage does not compensate forthe sacrifice of 
strength by boring out the bolts, especially when of iron; 
copper bolts may be more safely bored in consequence of that 
metal’s greater elasticity. They consider the hammer test 
for broken stay-bolts perfectly reliable. The Brunswick 
Railroad advocates bolts bored through, but smaller in the 
centre than at the ends and witha flat rivet-head. Taking 
all the arguments advanced into consideration, the conclusion 
arrived at is, that the advantage rests with the stay-bolts 
bored from each side a little deeper than the thickness of the 
shells of the fire-box. 

The relative merits of cast and wrought-iron grate-bars 
for locomotive use, and which form is most advantageous in 
each metal with the different kinds of fuel, is discussed in 
the last question of the series. Forty-nine corporations, 
owning collectively 11,198 locomotives, sentin answers. Of 
these, 5,511 are furnished with cast, in preference to 
wrought-iron grate-bars, the reasons being cheapness both 
of original cost and maintenance, less liability to warp with 
the intense heat, greater facility of construction, and greater 
durability. One road used chilled cast-iron grate-bars ; one 
road reports the use of cast-iron where coal was consumed or 
the grates were in one piece, wrought-iron where coke was 
burned and the grate-bars were divided longitudinally. 
Twenty-two companies prefer wrought-iron bars for 
their cheapness, the facility with which they may 
be repaired, because they may be made of smaller 
size, giving increased draught in a given grate sur- 
face, and because the bars if bent may be easily straight- 
ened, and the metal from the old bars may be used 
in the construction of new ones. With regard to fuel, coal 
of all kinds is burned on both cast and wrought-irons bars, 
coke on wrought bars only. More than half the roads used 
bars with a wedge-shaped cross-section, the closeness and 
thickness of the bars depending on the kind of fuel used. 
Two roads used bars with a semi-oval cross-section ; one had 
air ducts in their grate-bars, and one used an ordinary 
square bar. 


Paulson’s Automatic Tube-Cleaning Rings. 

The rings illustrated in the annexed sketch, as placed loose 
on a tube in a multitubular boiler, are said to have so acted 
during experiments on a small scale, as to show that they will 
be effective in preventing incrustation on the tubes, and thus 
to improve their efficiency and prevent burning. The rings 
A and C are expanded at one end and flanged at the other; 
Bisexpanded at both ends. Their action is as follows: 
Steam is rapidly generated between the rings and tubes, 
causing vibration; its escape at the expanded end gradually 
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works the ring up to the fire or the smoke-box, to be repelled 
along the tube by the discharge of steam which takes place 
between the flange of the ring and box. The rin ex- 
panded at both ends vibrates and travels in either direction 
about the centre of the tube. While by this simple means 
all deposit is prevented, there is no wear of ring or tube, as 
when the boiler is in use no actual contact takes place, for 
the instant they approach, steam is generated so rapidi as 
to prevent it. This curious device is the invention of Mr, 
W. Paulson, of Mountsorrel, Loughborough.—The Engineer. 





—Mr. H_ _W. Stager has resigned his position as Superinu- 
tendent of the St. Louis Division of the Chicago & Alton 
road, 








Transportation in Congress. 


In the Senate on the 183th: 

Mr. Conkling, of New York, introduced a bill to give the 
North River Railroad Company right of way across and un- 
der the property of the United States at West Point, sub- 
ject to such regulations as may be fixed by the Secretary of 

ar. 

The House Committee on Pacific Railroads on the 8th gave 
a hearing upon the bill granting an extension of time to the 
Northern Pacific Railroad in which to fulfill the conditions 
upon which its land grants were based. The Hon. James F. 

ilson, of Iowa, made an argument in behalf of the bond- 
holders of the road. 

The House Committee on Railroads has adopted a bill to 
charter the Wyoming, Montana & Pacific Company to build 
a railroad from Cheyenne by Fort Laramie to Deadwood 
and thence into Montana. ‘The bill requires the consent of 
Indian tribes to be obtained before the road can be built 
through any Indian reservation. 

THE SCRAP HEAP. 
Railroad Equipment Notes. 

The Baldwin Locomotive Works, in Philadelphia, have 
lately delivered some consolidation engines to the Central 
Railroad of New Jersey. They are to build 18 locomotives 
for the Northern Pacific. 

The Haskell & Barker Car Works, at Michigan City, Ind., 
have an order for 300 box cars for the Northern Pacific road. 

The St. Charles (Mo.) Car Works have just closed a con- 
tract to build 500 freight cars for the St. Louis & San 
Francisco road. 

The Barney & Smith Manufacturing Co., at Dayton, O., 
is to build six passenger and two parlor cars for the Northern 
Pacific road. 

The Rogers Locomotive Works, at Paterson, N. J., have 
nearly finished 17 engines for the Wabash, St. Louis & Pa- 
cific, and willsoon begin on an order for 30 for the New York, 
Pennsylvania & Ohio. 

The Danforth Locomotive Works, at Paterson, N. J., ave 
working as fast as possible in their present crippled condi 
tion. Work is proceeding very rapidly on the new build- 
ings to replace those lately burned down, and the main 
building is now ready for the roof. A large amount of new 
machinery has been bought or ordered, and when the new 
buildings are all up and the tools in, the capacity of the 
works will be one-half greater than before the fire. 

The Grant Locomotive Works, at Paterson, N. J., last 
week shipped two engines to the Chicago & Grand Trunk, 
and are working on 10 for the New York, Lake Erie & 
Western. 

The Lebanon (Pa.) Manufacturing Co, has orders tor 850 
— cars on hand, besides 26 stationary engines and other 
work. 

The Wason Car & Foundry Co., at Chattanooga, Tenn., 
has nearly filled its contract for cars for the Cincinnati 
Southern, and has begun on 100 box cars for the Western 
& Atlantic, and on another order for 20 flat cars for the 
Marietta & North Georgia road. The foundry has recently 
filled a large order for car castings to go to Texas. 

The Harrisburg (Pa.) Car Manufacturing Co.’s planing 
mill and some small buildings adjoining were burned down 
on the night of April 10. The loss is estimated at about 
$40,000 ; insurance, $15,000. 


Iron and Manufacturing Notes. 


At a meeting of the Western Lron Association in Pitts- 
burgh, April 8, after long discussion, it was resolved to re- 
duce the card rate for bar iron from 4 to 8.2 cents per 
pound, to take effect April 12, This involves a reduction in 
the rates for puddling. 

The rail mill of the Pennsylvania Steel Co. produced 
Thursday night, in less than twelve hours, 936 finished steel 
rails, of the aggregate length of 5 miles 552 yards, and 
weighing 208% tons. This remarkable product was turned 
out by the night shift of men working under direction of 
Wm. Hellier, boss roller. The day shift had previously 
turned out 882 rails, which is believed to surpass the product 
of any other mill, but the production of 936 rails certainly 
gives the banner to this mill. ‘The average time to roll each 
rail, for the entire twelve hours, is but 46 seconds per rail.— 
Harrisburgh (Pa.) Telegraph. 

In the week ending March 21, Lucy Furnace No, 1, at 
Pittsburgh, made 845 tons, 1,720 Ibs. pig iron. The furnace 
is 20 ft. bosh. 

The Lawrence Iron Co,, at New Castle, Pa., shut down its 
rolling mill April 5. 

The National Tube-Works Co. are about to add to their 
plant at McKeesport a 70 by 140-ft. addition to their butt 
mill, a second blacksmith shop, 50 by 100 feet, and a new 
stock-house, 40 by 75 ng Rr Raggi i Manufacturer. 

The Standard Brass Works, at No. 1,320 Ridge avenue, 
Philadelphia, are making a large lot of brass cocks, valves, 
and other castings, for the Lehigh Valley road, besides much 
work for other parties. 

A small fire occurred in the wire mill of the Gautier Steel 
Co., at Johnstown, Pa., on the morning of April 10. It did 
no serious damage, however, and there will not be the 
slightest interference with the manufacture or shipment of 
wire, or other goods, 

The XX Furnace, at Sbawnee, O., is now in blast and 
making good iron. Vilas Furnace is to stop soon for repairs. 





One of the charcoal furnaces at Deer Lake, Mich., was to | 


go into blast this week. 

Powhattan Furnace, near Richmond, Va., has been sold to 
the Philadelphia & Reading Coal & Lron Co. for $75,000, the 
amount of the mortgage upon it. 

Graff, Bennett & Co, have added a large blacksmith shop 
to their works at Millvale, near Pittsburgh. All departments 
of the works are now running full double turn. 


Bridge Notes. 


The contract for the bridge over the Harlem River for the | 


West Side & Yonkers road (now part of the New York City 
& Northern), has been let to Clarke, Reeves & Co., of 
Pheenixville, Pa. The masonry and foundations are to be 
built by Smith & Ripley. The bridge consists of two 100-ft. 
deck-spans, pin connections, and one swing-span of 800 
feet, with pin connections. The approaches on the New 
York side consist of fou 60-ft. doch coun, riveted lattice 


| girder. On the Westchester side there is one 86-ft. deck- | 
| span, riveted lattice girder, over the New York Central track ; 


three 60-ft. deck-spans, riveted lattice girder, and eleven 
25+4-ft. spans, plate girders, on iron trestle-posts. 

Proposals for swing and stationary bridges at various 
laces on the Welland Canal will he received at Ottawa, 
‘anada, until June 15, by F. Braun, Secretary of the Depart- 
ment of Railways and Canals, Th 
are to be combination, of wood and iron; those for railroads 


of iron. Plans, specifications and forms of tender can be | 


had at Ottawa, after May 31. 

Proposals will be received at the Department of Railways 
and Canals, Ottawa, Canada, by F, Braun, Secretary, until 
May 15, for the iron superstructure of the bridges over the 
eastern and western outlets of Lake of the Woods, on the 
Canadian Pacific road. ions and other informa 
tion can be had on application as above, after April 15, 


e —— for highways | 
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The contract for the bridge over the Manasquan River, on 
the New York & Long Branch Extension been let to 
| Meeker & Hedden, of Newark, N. J. It will bea pile bridge, 
nearly 8,000 ft. long, with a draw 150 ft. long. 
| The Monongahela Bri Co., in Pittsburgh, has to 
build a jew bridge in place of the old wooden structure. 
|The channel-span will probably be a wire suspension of 
| pretty long span. 
| The Board of Supervisors of Muscatine County, Ia., has 
| awarded to the King Iron Bridge & Manufacturing Co., of 
| Cleveland, O., the contract for building the Cedar River 
Bridge at Saulsbury Run. The extreme length will be 640 
ft. in four equal spans of 160 ft, each. The bridge will be a 
: arate high truss, and is to cost 26,935.50, com- 
plete. 
Spotters, 


** Now then,” said the professor of color-blindness to the 
engineer, ‘‘ Pick out all the reds that you see.” The engi- 
neer looked wildly around and grabbed the professor’s nose. 
‘That will do,” said the other members of the examining 
board. “ Your certificate is ready.” 

The big New York papers are supposed to know every- 
thing; but the 7imes locates the Baldwin Locomotive Works 
in Reading, and gives a description of the new fast engine 
for the Keading road, which makes it a sort of bicycle ar- 
rangement, carried on two wheels. ‘ 

Said the President to the conductor: “ A man should keep 
himself unspotted, if he wants to retain the confidence of his 
employers.” ‘ That’s so,” said the conductor; “if I could 
keep myself ‘unspotted’ I could soon make so much, | 
wouldn't care to have any employers.” 

A California conductor informs the San Francisco Hvren- 
ing Post that he is spotted worse than any Bengal tiger. 

Some companies tind it hard work to keep one set of offi- 
cers, but a company out in Pennsylvania has two boards of 
directors with officers all complete, This tooks extravagant, 
but then the company hasn't any road built and its principal 
property seems to be a pretty extensive lawsuit. 


Specifications for Riveting in Bridge Work, 

The following, taken from the specitications for the Har- 
lem River bridge of the New York City & Northern road 
(the contract for which has just been let) is given as showin 
what bridge engineers are now inclined to insist upon as gor 
practice: 

‘Riveting must be performed with power wherever pos- 
sible, and the rivets must completely fill truly matched holes, 
Rivets must have hemispherical heads, and of uniform size 
for the same sized rivets throughout the work; heads must 
be neatly formed and full, and be concentric with rivet 
holes. In «all cases where rivets are used for transmitting 
strain, and not simply for holding parts together (as in the 
compounding of sections) the several parts to be united must 
be punched the ewact size of the rivet to be used, assembled 
in position, and then reamed or drilled out exactly (4 of an 
inch larger, so that the cold rivet will have an absolutely 
uniform clearance throughout its whole distance. In rivet- 
ing parts together, no straining by drift bolts will be per- 
mitted, and the finished piece of work must be free from 
twists, bends or open joints.” 

Screw Lever Damp Cars. 

The Boston & Albany is building several of these cars for 
trial. They are ordinary long gondola cars, the bodies 
pivoted on the trucks, and the oy a arrangement con 
sists of two long shafts, running the length of the car, upon 
which are drums or enlargements for winding up chains or 
wire 1opes, by means of-which the car-body is raised and 
tipped to one side or returned to its even position as required, 
The required motiou is given to these shafts by gearing con 
necting with an upright shaft with a hand-wheel or crank on 
top, which is worked just as a brake-wheel would be. The 
advantages claimed are ease in dumping, the possibility of 
dumping on either side as required, and the use of long cars 
instead of short ones, if desired. The cars are patented by 
Matthew Van Wormer, of Dayton, O., and the New England 
Car Co., of Boston, is agent tor the United States. 
Contract for Car Seals. 

The contract for furnishing the Treasury Department with 
the lead seals used on the fastenings of cars transporting du- 
tiable goods in bond and goods passing through Canada, and 
also for the lead seals used on packages at the custom-houses 
and elsewhere, has been awarded to E. J. Brooks & Co., of 
No. 10 Courtlandt street, New York. A very large number 
of these seals are used, 


Endurance of Boilers. 

Some idea of the difficulties encountered, in the use of the 
impure water in locomotives in some of the Western states, 
may be formed from the following extract from a letter 
from a master mechanic in that region : 

“At this end of the road, where we have so much alkali 
water to contend with, we are obliged to change the flues 
every six months to get the scale out of the boiler and from 
around the fire-box. Along with this we wash our engines 
thoroughly the best we can for every four hundred miles 
run, with a force pump and seventy pounds pressure, taking 
out the blind flues, mud-drum head and all the wash-out 
plugs in the sides and in the legs of the boilers, and even 
with this constant work our flues will not last longer than 
six months without giving usa great dealof trouble from 
leaking on account of the mud and scale.” 





A Four-Footed Railroader. 

W. P. McVey, a freight conductor on the Indiana, Bloom- 
ington & Western road, had a dog killed yesterday that had 
seemingly human intelligence, and lost its life in the dis- 
charge of its duties. At Crawfordsville, McVey had received 
orders to cut off six cars at Waynetown, and started the dog 
over the train from the caboose to the engine with a copy of 
the message for the engineer. The wind was blowing heavily 
at the time, the train running at a high rate of speed and the 
dog, in endeavoring to jump the space between two cars, 
missed his footing, fell under the train and was cut to pieces 
by the ten cars that passed oyer his body. The dog was still 
quite young, but would carry messages, signal trains with 
either the flag or lantern, was always ou the alert hunting 
tramps when the train was not in motion, and sat in the 
‘“‘eupola ” of the caboose while in motion, and kept a watch- 
|} ful eye over things while the train-men slept. The dog's 

name was “ Railroad Nobie,” and he was a _ favorite on 
the entire line.—IJndianapolis News, April 9, 
Fast Time. 

Mark Beard, engineer of engine No, 175, with Conductor 
Harry Albright, recently made a trip from Reading to Har- 
risburgh (54 miles) in the extraordinary short time of one 
hour and 30 minutes, making ten stops and one slack up. He 
had Henry Ward Beecher on the train, who had to make 
connection with the fast line for Pittsburgh. It took every 
minute to make the connection. It was thought by all rail 
road men that the time could not be made on account of the 
many stops, but he accomplished the trip in good time, to the 

great satisfaction of Mr. Beecher. This is considered an ex 
| traordinary feat by all railroaders, It is said to be the fast 
| est time on record ever made on the Lebanon Valley road 
Lebanon (Pa.) Times, 
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| owners, but how to conduct himself so as to get along 
| most smoothly with the officers several degrees lower 
\than the chief executive to whom is assigned the 
authority which the person competent to discharge 
ithe duties of superintendent of machinery should 
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true, that some, perhaps many, railroad managers sin- 
cerely believe that the thorough knowledge of the de- 
tails of machinery which a man acquires in a machine 





shop, and the knowledge of mechanical and scientific 
principles which is gained by study, make him in a 
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vers, organizations a g panies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
sugyestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS aA railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, ond es- 
vecially annual reports, some notice of all of which will 
be published 
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Sometimes is merely the envy 
and suspicion which ignorance feels and manifests for 
superior knowledge; but aside from this. it is remark- 
able how common the impression is that to have an in- 
timate knowledge of a subject in some way makes a 
man’s judgment unsafe and less reliable than that of a 
person more ignorant of the matter at issue, It 
of course true that some petsons acquainted with the 


THE MASTER MECHANICS’ ASSOCIATION. 


It must be confessed that a good deal of solicitude 
has been felt and expressed for the future of this Asso- 
ciation, and it would bea denial of obvious facts not 
tosee that the interest in its proceedings has been 
waning forseveral years past. It is not easy, either, to 
know the true cause forthis, The subjects which come 
within its special province are of no less interest now 
than when it was first organized, and the pecuniary 
importance of the motive power department has 
grown not only with the increased mileage of the 
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details and technicalities of a subject are deficient in 
ability to reason or draw sound conclusions therefrom, 
and that with very ‘‘level head” 
might be a safer guide in such matters, although 
without special knowledge thereof, than the specialist 


a person a 


horizontal. 
opinion, or rather feeling. to which we refer. The lat- 
ter, if expressed in words when the question came up 
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|in these pages a number of times before. 
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whose conclusions have not the merit of being always | 
. . . . | 
This, however, is quite different from the 
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ing or orally before an audience. Probably numbers 
of those who occupy positions as master mechanics 
would rather be snowed up on a railroad for three 
days in a snow-storm than to make a written report on 
even a very simple subject. This want of the power 
of expression is, though, not without its advantages. 
The discussions at the meetings are remarkably direct, 
and with the exception of—well, we won’t say who— 
the man who likes to hear himself talk is absent. 

Several of the later conventions were almost over- 
whelmed with the length of some of the reports. Now 
the capacity of an audience to pay attention is a lim- 
ited quantity, and becomes exhausted very soon after 
it has devoted itself to one continuous subject for half 
an hour. No matter how good a report is—and the 
long ones referred to were excellent—they will not be 
listened to if they exceed the limit named, and if the 
attention of a body of men is exhausted on one subject 
it will not readily turn to another. It would be a cause 
of regret if any of the value of the reports mentioned 
should be diminished, but it would be an easy matter to 
present the pith of them in a condensed form, and 
put the balance into appendices to be printed but not 
read, 

Being in the way of criticism, it may be as well to 
refer to another evil of which complaint has been made 
This is to 


In writimg thus it is not intended to inculcate insub- | what may be called the supplementary branch of the 
ln the management Association, consisting of volunteers who are not 


members who attend the meetings. If these gentle- 


Che evil which is pointed out is the dupli- | men could only be induced to check somewhat their 


If 


officers, of two well established principles would, it is | report speaks truly, there will be an unusually large 


number of this class present this year. It is in their 
power to do the Association, and indirectly its mem- 
bers, very great injury. Unfortunately, much of the 
evil which has already been done in this way is irrepar- 
able, 

The sub jects for report and discussion this year are : 

Coustruction of locomotive boilers. 

2, Comparative performance of locomotives with re- 
gard chiefly to economy in their operation. 

3. The best means of preventing smoke from loco 
motives with due economy of fuel. 

4. Best means of preventing noise from safety valves 
and maintaining safety of boilers, — 

5. Tools and machinery. 

The range of subjects, it will be seen, is more lim- 
ited than usual. The first continued 
from previous years, although by no means exhausted. 


one has been 
Those concerned in it will find some interesting facts 
and conclusions in an abstract of a report to the tech- 
nical convention of the German Railroad Union on 
another page. One thing especially would be worthy 
of consideration, It woutd be seen, from the paper re- 
ferred to, that engineers in Germany almost univer 
sally prefer the method of staying crown- 
plates with stay-bolts. That system in this coun- 
try been used 


has to only a limited 


usually with small engines. 


extent and 
In Great Britain, too, the 
plan is now used very generally. It certainly has very 
great advantages, from the fact that it leaves the crown- 
sheet much more clear and permits the water to have 
a freer circulation and access to the heated plates. 

It may be thought by some that the organization of 
the new Society of Mechanical Engineers may in a 
measure have the effect of supplanting the present or- 


railroads, but in proportion to the growth of traffic. 
It can hardly be said, either, that the locomotive has 
become a simpler machine than it was years ago. 
There are just 4 many questions of science and of me- 
chanical construction involved in its working now as 
there were then, and it is quite as possible to reduce the 


who should have authority, would be somewhat like | ganization of master mechanics. Whether it will do 
this: “It won't do to give it to A: he knows all about | 80 or not will depend entirely upon how the latter is 
the matter, therefore his mind is prejudiced. B don’t} conducted, which has the very great advantage of 
know anything about it, therefore his judgment is not | being devoted to a specialty, which engages the exclu- 
likely to be warped, and he is therefore much the safer | sive attention of its members. If the latter should at- 
man.” It is like Sidney Smith’s joke about not read- |tend a meeting of mechanical engineers from all de- 





cost of its service in the future as it has been in the past. 
The locomotive itself is just as fascinating a machine 
as ever, and altogether is one of the most if not the 
most impressive achievement of man’s skill and ingenu- 
ity. It is therefore a little remarkable that interest 
flags as it does, and that those intrusted with a respon- 
sibility involving millions of property will take, appar- 
ently, little trouble to discuss or learn how their duty 
can best be performed. Various reasons might be as- 
signed for this condition of things, the chief of which 
perhaps is the very limited responsibility and authority 
that are now delegated to those officers directly in 
charge of the machinery departments. The curious 
anomaly exists on most roads that the authority 
for managing the machinery and the knowledge, 


ing the books he reviewed. 


nature. 
and report on the subject, ‘How can the motive- 
power department be managed so as to conform most 
| nearly to the views of the ofticers who know very little 
about it, but who either try to or do exercise au- 
thority over it,” we believe it would elicit an ani- 
mated discussion if the members dared to express their 
views without reserve. 

There is another view to take which is not altogether 





skill and experience required to do it are al-|complimentary to the members of the Association dis- 
most entirely separated or disjoined from one/|cussed. That is, that so small a proportion of them | 
another. That is, in the management of the machin- are reading men and keep abreast of the times. 


| 


| gaged. 


partments of the profession or business, they would 


Now, as has been said, when the relations described | find that a very large portion of the time would be de- 
exist on a railroad, it is perbaps not surprising that | voted to subjects in which they have no special interest, 
the interest which master mechanics feel in the dis- | 
cussion of the subjects which come before the annual 
meetings of their Association is not of a very fervent | 
If a committee were appointed to investigate | 


and, as was pointed out in these columns before, “ it is 
difticult to see how such diverse subjects as the construc- 
tion of ordnance and spinning machinery, ship-building 
and agricultural implements, metallurgy, heating appa- 
ratus, and the manufacture of instruments of precise 
measurement, can have much common interest.” At 
the annual meetings of the Master Mechanics’ Associa- 
tion, on the other hand, a person in charge of the mo- 
tive-power department will hear only such subjects 
discussed as refer to the occupation in which he is en- 
There is therefore little reason for believing 
that the new Association will absorb the old one, pro- 


| vided the latter fulfills creditably the place which it 


A] 


ery department the former is aelegated to one or more | great majority are to a great extent ignorant of what | 


officers and another is required to provide the latter. | is being done outside of our own country. The discus- 


The consequence is that on many roads the matter in| sions must therefore be carried on within a some- | 


which the master mechanic is most interested is not | what narrow range, which is still further limited by 
how to manage the machinery under his charge in the | the fact that many of the persons who attend are so 
most skillful way and to the best advantage of its! little accustomed to express themselves either in writ- 


| 
} 


| 


has heretofore occupied. 


THE CHICAGO, MILWAUKEE & ST. PAUL. 





This company deserves special attention at this time, 


| not only because of the extent of the system which it 


works, though it is one of the largest in the world 
worked by a single management; but still more be- 
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cause of the rapidity with which it is extending 


that system, both by acquiring old roads and 
by constructing new ones. For five years 
after 1872, it was practically stationary. But 


its system had its termini on the frontier in Minnesota 
and Iowa, and when immigrants began to fill up the 
territory beyond these termini it became necessary to 
extend its lines into the hitherto unoccupied country 
or see it occupied by rival roads which would outflank 
it and surround it. It would have to be an active rival 
that would outflank it. however. It has been one of the 
earliest and most vigorous in making extensions within 
the past two years; and it has not been content simply 
with pushing its old lines in its old territory further 
westward; but it has also acquired new lines in new 
territory, thus materially enlarging the breadth as well 
as the length of the district which it serves. We com- 
monly think of the St. Paul road as peculiarly a north- 
ern Jine, above the great corn and hog-raising country 
and confined to the country where spring wheat is the 
chief export crop—a Wisconsin and Minnesota road 
which cut across a corner of Iowa and had built a stem 
down to Chicago to secure an Eastern outlet. 

But the operations of last year and this have pushed 
the line further south, or rather increased its southern 
lines. This has always seemed questionable policy for 
a company whose lines led chiefly to Milwaukee, and 
very indirectly to Chicago from points south of the 
Wisconsin line, not only because Chicago is nearer to 
this southern country, but because usually Chicago is 
a good and Milwaukee a bad market for the products 
of this country. Milwaukee is, we believe, usually 
the best market for the highest grades of spring wheat; 
but very little wheat of these grades is produced in 
Illinois or Iowa. On the other hand it is a poor or an 
indifferent market for low grades of spring wheat, and 
for corn, cattle and hogs, which are the chief products 
of the country south of the line which divides Illinois 
and Wisconsin. 


For the St. Paul Company to get or build roads there 
seemed to be cultivating a traffic which it could not 
carry to advantage. In spite of its change of name and 
the line which it has built from Milwaukee to Chicago, 
it has always remained the Milwaukee & St. Paul 
rather than the Chicago, Milwaukee & St. Paul Rail- 
way. It has always forwarded and received more 
freight at Milwaukee than at Chicago, though its Chi- 
cago receipts have been largely and probably chiefly 
freight that was originally received and handled and 
reshipped at Milwaukee. 

But the very last acquisition of the company radical- 
ly changes its position. The acquisition of the Chicago 
& Pacific road and the short extension of it, now de- 
cided upon. to a connection with the Western Union 
(Southwestern Division) at Lanark will give the 
Chicago, Milwaukee & St. Paul a line directly west 
from Chicago into Lowa, and give it a short outlet to 
Chicago, instead of a long one, from the western part 
of this Western Union road, the Sabula, Ackley & 
Dakota, the Davenport & St. Paul, and the Dubuque 
Southwestern roads, all of which the company has 
bought within a year or so, though the Western Union 
has long been under its control and direction. 

The importance of this acquisition seems not to have 
been duly appreciated. The road acquired has been an 
extremely unprofitable property, having no connections 
whatever from which it could get traffic, and being in- 
closed in rather a narrow belt between two lines of the 
Chicago & Northwestern. It was not, however, com- 
monly supposed that the St. Paul road would get it. 
The Illinois Central, it was thought, might desire it to 
complete a line of its own from its Iowa Division to 
Chicago, which it would do very directly, and the 
Chicago & Northwestern to prevent its hurting the lo- 
cal traffic of the lines on either side. But it is evident 
that, since its recent acquisitions in Eastern Iowa, the 
Chicago, Milwaukee & St. Paul has a use for the road 
which justifies its acquisition. 

At the close of the year 1878 this company owned 
1,512 miles of road, and it worked 179 miles more 
which it virtually owned, and controlled the 213 miles 
of the Western Union, thus having a system of 1,904 
miles of road. At the close of 1879, it was operating 
directly 2,231 miles of road, and virtually owned 455 
miles (the Southern Minnesota and the Southern Min- 
nesota Extension and the Hastings & Dakota Exten- 
sion), making up a system of 2,686 miles of road. The 
leases of the Sioux City & Dakota and the Chicago & 
Pacific add 218 miles to this, making more than 2,900 


miles of road, which the work now in progress will | 


soon make more than 3,000 miles—the largest railroad 


system in the country worked by a single management | 
—though how long this will be true is quite uncertain, | 


in view of the consolidations that are occurring. 

It can hardly be said, however, that the Chicago, 
Milwaukee & St. Paul has a complete, compact and 
homogeneous system. It covers an immense territory, 
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from St, Paul on the north to Rock Island on the south; 
but it is very far from having this territory tc itself. In- 


been friendly neighbors. But the acquisition of the 
Sioux City & Dakota and the Chicago & Pacific will 
bring it into competition with this road in new 
districts, and these with other recent acquisitions 
make it also to some extent a rival of the Chicago, 
Rock Island & Pacific, to a considerable extent of the 
Illinois Central, and to a great extent of the St. Paul 
& Sioux City system. The result is that the value of 
its traffic will depend to a great extent on the conduct 
of other roads, which can hardly be expected to keep 
the peace always. 

It is possible that this company was led to lease the 
Sioux City & Dakota road by the recent union of the 
Chicago, St. Paul & Minneapolis with the St. Paul & 
Sioux City road. The latter crosses the Milwaukee & 
St. Paul's lines in southwestern Minnesota and north- 


the Southern Minnesota Extension. The former has a 
close working agreement with the Chicago & North- 
western, which forms its sole outlet to the East, and 
several of the leading proprietors of the Chicago, St. 
Paul & Minneapolis are Northwestern directors, though 
the companies are absolutely independent, except as to 
their working arrangement. Very likely the Milwau- 
kee & St. Paul looked upon the union as virtually the 
acquisition of the St. Paul & Sioux City system 
by the Chicago & Northwestern, If the latter 
road gets the traffic, and so becomes interested in 
the St. Paul & Sioux City’s competing advantageously 
with the Milwaukee & St. Paul, it becomes virtually a 
rival of the latter for this business, The Sioux City 
& Dakota would fit well into the St, Paul & Sioux City 
system and that of the Chicago & Northwestern 


Company had not got it one of the others would have, 
and so have secured much the largest territory and 
traffic in Southeastern Dakota and Northwestern 
Towa. 

The rapid growth and great changes in the system 
of this company make it difficult to judge of the posi- 
tion of the company from the annual report for 1879 
asummary of which we publish elsewhere this week. 
Comparisons with the preceding years have less than 
the usual value, because the mileage was so much 
greater last year—the average worked being 1,996 
miles in 1879 against 1,589 in 1878. Moreover, 
the financial results do not apply to the follow- 
ing year. The funded debt was increasing dur- 
ing 1879 to pay for the new roads acquired, and | 
the interest paid was not that on the whole debt as it | 
stood at the close of the year, but a smaller amount, | 
Then it is not possible to judge of the results of the | 





to $2,287,407, while the interest on the bonds outstand- 
ing at the close of the year, and which will have to be 
paid this year, is $2,864,450. The net earnings last 
year being $4,539,025, in spite of the depression of the 
traffic more than half of the year by reason of the 





failure of the 1878 wheat crop, the margin over 
the interest charge is very large, which is not! 
|due to large earnings: for the road’s averages 


per mile are light—little over $5,000; but to a light 
| funded debt. This at the end of 1873 was at the rate of 

| $18,534 per mile, and the yearly interest charge was 

but $1,284 per mile. The stock is also a comparatively 

small amount—#12.408 per mile. Very moderate earn- | 
ings and profits thus enable it not only to meet its in- | 
terest charges but to pay good dividends, Few rail- 
| roads (unless their stock has at some time been wiped 
| out by bankruptcy) have so light a capital account as 
$31,000 per mile, and this fact counts for a great deal 
in estimating the value of the shares. Net earnings 
per mile no larger than those of the Illinois Central's 
last year would enable it to pay 16 per cent. dividends. 





THE WINTER GRAIN MOVEMENT. 





The receipts and shipments of grain of all kinds 
| from the eight reporting Northwestern markets (St. 
Louis, Peoria, Chicago, Milwaukee, Duluth, Detroit, 
Toledo and Cleveland), and the receipts of the seven | 
Atlantic ports, for the entire period that lake naviga- | 





western Iowa, and has one long branch very close to | 


proper, and it is quite possible that if the Milwaukee | 


*| whose shipments are reported. 


Ka ee 


was closed this year, Dec. 1 to April 8, 18 weeks, 
have been as follows for the past seven years : 





tion 





deed it is inextricably involved in the aysounss By agg as ae = ——— 
~ hipmen rece 
of other roads, and much more so now than! = 1874......... sceeteresey 450405008 21,400,826 53,833, 
ever before. It has always come in contact at yap ® 1876, pray pty aaraan 
points with the Chicago & Northwestern. and 1877. dees 35,879,926 18,570,906 33,283,254 
: : SE OS . 49,581,471 34,673,820 62,831, 
some years ago frequently contended with it, 1879.. 55,893,819 31,087,026 64,442,982 
though of late years the two companies have generally VRBD 6. cece esee eee 68,912,113 36,336,339  64,820164% 


In every particular, therefore, last winter’s move 
ment was the largest on record ; the receipts of North- 

| western markets being 23 per cent., their shipments 17 
| per cent,, and the receipts of Atlantic ports about 14 
per cent. greater than for the corresponding period 
last year, When we last reviewed this traffic, down 
to the end of February. Northwestern shipments were 
| 8 per cent. less than last year and 1815 per cent. less 
| than in 1878, and Atlantic receipts were less than in 
| either 1879 or 1878. The change has been due to the 
| extraordinary March movement—by far the largest 
, rail movement in the history of the trade. This will 
| be seen by the following statement of the movement 
for the tive weeks ending April 3 this year with those 
|of the corresponding weeks of the six years previous : 


-~——Northwestern—— Atlantic. 
Year Receipts. Shipments. Receipts 
1874 0,774,050 4,096, 166 8,404,266 
1875 8,076,981 5,216,010 8,704,478 
1876 9,200,574 7,158,111 7,710,988 
1877 . 7,542,490 5,166,881 8,507,437 
1878 ... 16,301,100 18,102,882 19,439,049 
1879. ---. 14,478,806 11,847,018 22,172,670 
1880. --» 91,322,812 18,702,556 5,352,001 


Northwestern receipts have thus been nearly one- 
| fourth greater, Northwestern shipments more than 
one-half greater, and Atlantic receipts one-seventh 
| greater than last year. The enormous shipments of 
the Northwestern markets by rail in the last month be- 
| fore the opening of navigation are especially notice- 
| able, as these were largely from lake ports, at rates 
about twice as high as those of last year. It should 
‘be noted in this connection that in 1878 about 1,300,- 
000 bushels of these shipments were by lake. 
| Considering the fact that the movement of wheat has 
been greatly checked by speculation, at least the 
movement from the West to the seaboard, and that 
rail rates have been well maintained on the basis of 40 
| cents per 100 Ibs. from Chicago to New York until 
March, and at 35 cents for the remaining tive weeks, 
this winter movement is truly extraordinary. 

A smaller part of the Atlantic receipts than last 
year was received directly from Western interior 
| points, as much more came from the great markets 
This was hardly to be 
| expected at a time when rail rates were higher, as if 
| any places were to hold back their grain because of the 
| rates it would be likely to be those which are so situ- 
| ated as to get the benefit of lake rates when navigation 
is open, as all but two of these markets are. 

The receipts of grain of all kinds (flour not included) 

each of the seven Atlantic ports for the three 
months ending March 27 (one week less than the period 
included in the above tables) have been, in bushels, 
for the past four years : 


| 
| 


at 


. P . | Receipts of Grain in Bushels, at Atlantic Ports, Dec, 1 to 
operation of the entirely new lines, such as the lowa & . March 27 easiat 
° : . | 1876-77. 1877-78. 878-70. R7U-RO. 
Dakota and the Hastings & Dakota extensions, before | yuw york. ........ 9,069,071 24,509,274 24,005,280 22,042,784 
1e rai » ine , Boston 4,160,678 4,330,271 5,707,637 5,416,235 
they have been _fairly opened. The increase of | ae teen tena 'RaO'7Bl «1 'anerase 
earnings in 1879 over 1878 was, however, | Montreal 93,065 DeN40 42.637 20,804 
‘ ‘ . £ % | Philadelphia . 5,696,050 10,599,880 10,715,850 — 8,696,810 
larger than might have been expected, in view | Baltimore at 9,505,804 12,068,600 13,580,400 12,548,917 
of the thin traffic of the new roads, and | New Orleans 1,995,862 5,561,083 4,580,002 6,000,718 
the reports of earnings so far this year are very favor- | Total... 32,091,920 58,222,717 59,592,266 58,082,708 
able. The interest charges accruing in 1879 amounted| The aggregate receipts of these 17 weeks were 


slightly less this year than in 1879 or 1878 (the next 
week's receipts made them greater). Compared with 
last year, the decrease in the aggregate is 245 per cent. 
New York, Boston, Philadelphia and Baltimore all 
have smaller receipts; the other places larger ones, 
the chief gain being at New Orleans, which has 5044 
per cent. more than last year (but only 20 per cent. 
more than in 1878), while New York has lost 9 per 
cent., Baltimore, 7144 per cent., and Philadelphia, 19 
per cent, 

The percentages of the total receipts of the four 
months received at each port were: 


1876-77. 1877-78 1878-70. 1879-20, 

New York 31.0 42.2 40.4 30.5 

| Boston... .... 13.0 vine) 0.6 9.3 
| Portland. 1.8 2.1 1.4 2.3 
Montreal... . 0.3 01 01 0.4 
Philadelphia... 17.9 18.22 18.0 15.0 
Baltimore.... 0.0 20.7 22.8 21.6 
New Orleans 6.2 9.2 1.7 11 
Total 100.0 100.0 100.0 100.0 


Gains in this percentage of the total have been made 
only by Portland, New Orleans, and 
nearly all that the other places have lost has been 


Montreal and 


gained by New Orleans, the business of Montreal and 
Portland being insignificant. 

Comparing the percentages of New York with those 
of Philadelphia and Baltimore taken together, we 
have: 


1876-77. 1877-78. 1878-70. lb sys 
New York 31.0 yo 40.4 
Philadelphia andBaltimore. 47.7 t8.0 40.6 
The three cities 7R 7 &1 1 1 
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New York has a somewhat smaller proportion than 
in the two preceding years, but a much larger one 
than in 1876-77. The other two cities have a smaller 
proportion than in any other year of the four. The 
gain of New Orleans has been at the expense of Phila- 
delphia and Baltimore than of New York, which is 
natural, as the shipments to New Orleans are chiefly 
from districts to which Baltimore and Philadelphia 
have particularly good connections. 

In 1876-77, Philadelphia and Baltimore together re- 
ceived 54 per cent. more grain than New York; in 
1879-80 New York received 8 per cent. more than 
Philadelphia and Baltimore together, 

Comparing the percentages of New York and Boston 
taken together, with those of Philadelphia and Balti- 
more taken together, we have: 

1876-77, 1877-78, 1878-79. LX79-80, 
New York and Boston...... .... 44.0 49.7 50.0 48.8 
Philadelphia and Baltimore ... 47.7 38.9 40.8 36.6 
The four cities... ........ O17 88.6 90.8 85.4 

If we leave out the New Orleans receipts altogether, 
we will be better able to see the course of competition 
among the eastern Atlantic ports, whose percentages 
have been : 


1876-77. 1877-78. 1878-7 1870-80. 

New York — 33.0 46.5 45.8 44.9 
Boston co Soe 8.4 10.4 10.5 
Portiand.. vos. | a 2.2 1.4 2.6 
Montreal. . re 0.1 0.1 0.5 
Philadelphia , 19.0 20.0 19.5 17.0 
Baltimore........... 31.0 22.8 24.7 24.5 

The six cities..... 100.0 100.0 100.0 100.0 


New York thus has had this year a larger proportion 
of the total going to Eastern ports than in 1877 or 
1879, but less than in 1878; Philadelphia less than in 
any of the other years, and Baltimore less than in any 
except 1878, but very nearly as much as last year. The 
changes in the last three years, however, are not great 
enough to have much significance, except that it would 
appear that Philadelphia this year has been losing 
business to Baltimore, which is probably due to the fact 
that the Pennsylvania Railroad now carries more to Bal- 
timore than it used to, having better terminal facili- 
ties at that port. 

The four months for-which we have given figures 
above do not include the period of closed navigation 
for Atlantic ports, but only for Northwestern ship- 
ments. There will be another month during which 
sea-board receipts will be exclusively by rail, or very 
nearly so. The Erie Canal is to open April 20, and 
shipments from Buffalo made then will not reach New 
York before May. A few boat-loads that may be in 
the canal east of Buffalo at the opening may get 
through earlier, but these will not amount to much. 
A larger allowance should be made for arrivals by canal 
boats the first week in January. 

From this time until deliveries by canal begin, the 
receipts at New York usually fall off, as the shipments 
to that port are chiefly by water and do not arrive un- 
til three or four weeks after they are shipped. 


Record of New Railroad Construction. 


This number of the Rai/road Gazette contains information 
of the laying of track on new railroads as follows: 

Texas & St. Louis.—Extended from Mt. Pleasaut, Tex., 
southwest to Pittsburgh, 12 miles. Gauge, 8 feet. 

Gulf, Colorado & Santa Fe.—Extended from Belleville, 
Tex., northwest to Brenham, 17 miles. 

Atchison, Topeka & Santa Fe.—-Extended from Wallace, 
N. M., south by west to Albuquerque, 85 miles. 

Barnwell d& Blackville.—Completed from Blackville, 8. 
C., southwest to Barnwell, 18 miles. 

This is a total of 77 miles of new railroad, making 
964 miles thus far this year, against 326 miles reported for 
the corresponding period in 1879, 258 in 1878, and 282 in 
1877. 


INLAND NAVIGATION, being open unusually early, is able 
to affect railroad traftic and rates earlier than usual. When 
navigation opened, the first week of this month, the rate on 
eorn from Chicago to Buffalo was 6 cents a bushel, and con- 
tracts were taken to deliver in New York by canal, paying 
transfer charges at Buffalo, for 18 cents a bushel, the all- 
rail rate being 19.6 cents. As the grain could not be de- 
livered by canal for a month, the canal not opening until 
April 20, this difference would not prevent considerable rail 
shipments; but the time now rapidly approaches when canal 
shipments will become available. Moreover, lake rates fell 
before the vessels wintering at Chicago were all provided 
with cargoes. Last Thursday the rate on corn dropped to 
5\4 and the next day to 5 cents a bushel. Last year at the 
opening (April 26) the rate was 4 cents, falling the next 
week to 3!, then to 3, 2, and in the first week of June to 1% 
cents. And the canal rate fell from 5 cents at the opening 
(May 10) to 3‘, in the first week of June. The opening canal 
rate this year (contracts through made on that basis—it may 
be higher or lower when the opening actually occurs) is six 
cents—or the same as the opening lake rate, while it is usually 
higher. The opening of the lakes so long before the canal 
opening should, we should say, cause an unusual demand for 
boats at the opening, and canal rates may keep up better 
than lake rates, so that the railroads may do a large and 
profitable business east of Buffalo after low lake rates may 
have made this impossible between Buffalo and Chicago, 
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This is a matter of a good deal of importance to the New 
York Central, the Erie and the Pennsylvania rvads, which 
receive immense quantities of grain from their lake lines, 
and have to accept rates for it about as low as canal rates. 
Six cents from Buffalo to New York is to them equivalent to 
about 24 cents per 100 lbs. from Chicago to New York. | 
The effect of the opening of navigation is seen in the reduc_ | 
tion of rail shipments eastward. There were 87,690 tons in | 
the week ending March 27, and 55,051 in that ending April | 
10, the lake being open throughout the latter week. It has | 
also resulted in a reduction of the rail rates, which, how- | 
ever, has not been made so soon as usual! after the opening— | 
of late years, indeed, it has usually been made before. This 
year it went into effect last Wednesday, the 14th, 
eleven days after the first grain-laden vessel sailed 
from Chicago. The reduction is at the rate of 5 cents per 
100 Ibs, on all those staples which form the great bulk of the 
ship:vents, and are included in Class 7 (packed meats and 
other provisions), Class 8 (grain in bulk), Class 9 (flour), and 
Class 11 (bulk meats and various other coarse packing-house 
products). This leaves the rates 40 cents on packed meats, 35 
on bulk meats, and 30 on grain. This makes a grain rate of 18 
cents on wheat and 16.8 on corn; and late contracts by lake 
and canal for corn have been made at 11 cents. 
The difference remains so great that it is not prob 
able that the rail business will be very heavy; but 
it is probable that a million bushels a week at 30 cents will 
yield as much profit as two millions at 25, and it must be 
remembered that the lake vessels are bound to have cargoes 
at some rate or other ; and, if the railroads were to secure 
the bulk of the business at 20 cents, or any other rate, the 
water competition would be sure to force down this rate. to 
15 or 10, as it was last year, when yet the vessels got most 
of the grain, and the railroads only once as much 
as 3,000,000 bushels in a week. The railroads may at least 
get the provision traffic and the flour; if they keep up rates 
so that the vessels can make a living out of the grain, they 
can get a profitable rate on these staples; but if they force 
the vessels to reduce their rates to last year’s figures, their 
provision rates will be carried down too, and however much 
traftic the roads may get, their treasuries will profit very little 
by it. Fortunately, the view seems to prevail this year that 
unprofitable rates are not justified even by a big business, 








THE INCREASE IN WORKING EXPENSES is the uncertain 
element which renders it difficult to judge how much advan- 
tage the railroads will gain from the large earnings which 
they have been reporting recently. Prices having gone up, 
it is evident that expenses must generally be greater, but how 
much greater it is not easy to judge. This makes 
the reports of monthly expenses which a few roads 
publish with their reports of earnings especially in- 
teresting at] this time. Unfortunately the number re- 
porting is not very great, and, moreover, with expenses 
it is as it is with earnings—they are reported oftenest when 
the showing is particularly favorable. In order to get the 
greatest possible number of instances, we have summed up 
the expenses of 19 roads that reported expenses for the 
months of January and February, which had very little 
more mileage this year than last. The aggregate work- 
ing expenses of these 19 roads were 9,389,758 


in 1880, against $8,342,176 in 1879, the in- 
crease being very nearly 12's per cent. The ag- 


gregate earnings of these same roads increased at the 
same time 25 per cent, It should be said that among these 
roads are several which are peculiarly situated, and do not 
usually report their earnings, or at least not in time to have 
them compared with those of the other roads—such as the 
Atlantic, Mississippi & Ohio, the Carolina Central, the Chesa- 
peake & Ohio, and the four roads of the Delaware & Hudson 
Canal Company ; on the other hand among them are such 
important and typical lines as the Pennsylvania (all east of 
Pittsburgh and Erie), the New York, Lake Erie & Western 
and the Chicago, Burlington & Quincy. Further, it may be said 
that the whole effect of the rise in prices was not felt in these 
two months. Very few rail renewals are made at that time 
of year, and in the important item of wages the advance 
did not come generally until afterwards. When the roads 
get to laying the rails which have cost them $80 a ton or so, 
and have an advance of 10 per cent. in wages to re- 





port, the increase of 
larger 
have a large increase in mileage the increase in ex- 
penses is likely to be greater than that in the traffic con- 
tributed by these extensions, and more also than that in the 
earnings, if the rates on the extensions are not much above 
the average. In our table of 52 roads reportingrearnings for 
January and February, the increase in earnings per mile 
was about 15 per cent. Assuming that the increase of ex- 
penses was 124 per cent., as on the 19 roads for which we | 
have reports, there would remaina very handsome increase | 
in net earnings—probably as much as 19 per cent. 


expenses is likely to be a/| 
percentage. And on those roads which 


| 


} 


A Fast Express LOCOMOTIVE has just been completed by 
the Baldwin Locomotive Works for the Reading Railroad, 
for service on the Bound Brook line between Philadelphia 
and New York, which is in many ways a departure from the 
current practice in this country. An idea of the general | 
plan may be formed by stating that it is like an ordinary 
American passenger locomotive, excepting that it has but | 
one pair of driving-wheels, which are 6 ft. 6 in. in diameter | 
and are placed where the main pair usually are. In place of | 
the back pair of driving-wheels a pair of trailing-wheels, | 
about 50 in. in diameter, is used. These are equalized with | 
the driving-wheels, the apparatus being so arranged that the | 
fulcrum of the equalizing beam can be moved, thus throwing 





this is to increase the load in starting and then diminish it 
when the train has attained some speed. 

The trailing wheels being comparativeiy iow, the fire-box 
can be widened to extend over the top of them. The grate 
can thus be made 7 ft. wide and 8 ft. long. The weight of 
the engine is estimated to be 84,000 Ibs. 

This locomotive is the 5,000th built at the Baldwin Loco- 
motive Works. An idea of the progress of these works may 
be found by the following statement. The first order fora 
locomotive was taken in 1831. It took nearly a year to finish 
it, so that— 

The first engine was finished in Nov., 1832, 


The 160th 1838. 
1,000th * . - * Feb., 1861. 
2,000th * “ “ “ Oct., 1869. 
3,000th * . “ “ Nov., 1872, 
4,000th ** at = * Oct., 1876. 
5,000th * - ey “ Apr., 1880. 


Estimating the average length of the engine and tender at 
45 feet, these would form a train over 40 miles long. 


THe NEw YORK CENTRAL STOCK SYNDICATE has not only 
sold the 250,000 sbares of New York Central stock which it 
bought of Mr. Wm. H. Vanderbilt last fall at 120, but also 
100,000 more shares which it took of him recently at 120 
and half the profit, amounting it is said to 125. The entire 
capital stock is a little less than 900,000 shares, and the Van 
derbilt family at the time of the Commodore’s death 
were credited with holding about 500,000 of them. 
Whether they have increased their holdings since no 
one can say, but they easily might have, as one year’s 
dividends would buy some 35,000 shares at the prices ruling 
before last September, and the Commodore left other prop- 
erty variously estimated from twenty to fifty millions, But 
Mr. Vanderbilt said when he sold the first 250,000 shares 
that this left him with less than a majority interest, and the 
new sale diminishes it so much the more. There are 
rumors that the syndicate that bought the shares sold them 
chiefly to themselves, and there are some who see 
in this a grand combination of the New York Central with 
the Wabash and the Union Pacific systems, because the syn- 
dicate is made up largely of Wabash men, and several of 
these are in the Union Pacific. These people seem to be 
credited with the control of absolutely unlimited capital, so 
that after buying up some five or six thousand miles of rail- 
road they have no trouble in making upa purse of some 
forty odd millions to buy some of Mr. Vanderbilt’s stock. 
Mr. Vanderbilt is said to put the proceeds into government 
4s. His income from the stock sold has been $2,880,000; 
from the bonds it will be about $1,600,000, Not many men 
could afford to have their yearly income reduced so much, 


MARCH EARNINGS, so far as reported (and an unusual 
number of roads have reported early), make a better show- 
ing even than February earnings. Out of 36 roads, only 
one shows a decrease, and that is trifling, and many of the 
increases are enormous. Among those on roads without in- 
crease of mileage are 80 per cent. on the Canada Southern 
(nearly all its traffic being through), 69 per cent. on the 
Chesapeake & Ohio, 54 per cent on the Cincinnati & Spring- 
field, 50 per cent. on the Flint & Pere Marquette, 44 per 
cent. on the Indiana, Bloomington & Western, 41 per cent. 
on the Little Rock & Fort Smith, 59 on the Missouri, Kansas 
& Texas, 47!¢ on the Ogdensburg & Lake Champlain, and 
55 on the main line of the St. Louis, Alton & Terre Haute. 
It will be noted that several among them carry trunk-line 
traffic—seven out of nine of them—and the difference in the 
rates on this traffic accounts for a good part of the increase 
where this traffic forms a large part of the whole. 


General QRailroad “VWews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows : 

Atchison, Topeku & Santa Fe, annual meeting. at the of- 
fice in Topeka, Kan., May 13, at 3 p.m. Transfer books 
closed April 13. 

Missouri, Kansas & Texas, annual meeting, in Denison, 
Tex., May 19. Transfer books closed April 10, A special 
meeting will also be held June 15, to vote on an issue of néw 
stock and the execution of a new mortgage on the Texas ex- 
tensions of the road. 

Cincinnati & Eastern, special meeting, in Batavia, O., May 
20, to yote on the question of issuing additional bonds. 

New York Central & Hudson River, annual meeting, in 


| Albany, N. Y., June 2. Transfer books will close April 27. 


Annual Conventions. 

Meetings of various railroad and engineering associations 
will be held as fo!lows: 

The Master Mechanics’ Association will meet in Cleveland 
on Tuesday, May 11. N. E. Chapman, Chairman Committee 
of Arrangements, Cleveland, Ohio. 

The American Society of Civil Engineers will meet in St. 
Louis, Mo., May 25,1880. T. J. Whitman, Secretary Local 
Committee, St. Louis. 

The Master Car-Builders’ Association will meetin Detroit, 
Mich., on Tuesday, June 8. 


Dividends, 

Dividends have been declared as follows: 

Oregon Railway & Navigation Co,, 2 percent., quarterly, 
payable May 1. 

Mail Service Extensions. 

Mail service has been ordered over railroad lines as fol- 
lows: 

Cleveland, Puinesville d Ashtabula, from Cleveland, O., 
to Euclid, 10 miles. 

Foreclosure Sales. 

The Kast Alabama & Cincinnati road was sold under fore- 
closure in Opelika, Ala., April 6, and bought for $170,000 by 
an agent of the bondholders, A local syndicate, formed in 
Opelika, also bid for the road. The road was intended to 
run from Eufaula, Ala., to Guntersville on the Ternessee 
River, about 200 miles ; it is in operation from Opelika to 
Buffalo, 22 miles, and a section of 5!¢ miles from Attala (on 


more or less weight on the driving-wheels. The intention of | the Alabama Great Southern) to Gadsden was also completed 
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several years ago. There were $400,000 bonds indorsed by 
the state of Alabama, but the company Has made no reports, 
and it is impossible to find out whether any other bonds are 
outstanding. 

The Carolina Central road is to be sold under foreclosure | 
in Wilmington. N. C., May 31. It extends from Wilming- 
ton through Charlotte to Shelby, 242 miles ; its bonded de*t | 
consists of $3,000,000 first and $3,000,000 second -mort; 
bonds, and there are also $400,000 Wilmington Bridge Ca 





pany bonds guaranteed, on which interest has been regularly 
paid. The stock is $4,202,000. The road was originally the 


Wilmington, Charlotte & Rutherford, and part of it was! 
built just before the war. It was sold under foreclosure | 
April 10, 1878, and bought by the bondholders, who organ- | 
ized the present company and afterward filled up a gap of 
57 miles between Lilesville and Charlotte, and extended the 
Western Division from Cherryville to Shelby, 12 miles. | 
The present foreclosure proceedings were begun and re- | 
ceivers appointed in April, 1876. be net earnings for four | 
years past have averaged $141,177, or $583 per mile. | 
Central Rate Association. 

This Association held a meeting in indianapolis, April 7, 
at which the following roads were represented: John C. 
Gault, General Manager: A. C. Bird, General Freight Agent, 
and J. M. Osborn, Commercial Agent, of Toledo, of the Wa- 
bash, St. Louis & Pacific; James Smith, General Freight | 
Agent, Chicago & Alton; H. C. Diehl, Indiana, Blooming- | 
ton & Western; J. B. Gifford, Havana, Rantoul & Eastern; 
H. J. Page and J. M. Johnson, Cincinnati, Indianapolis, St. 
Louis & Chicago; George A. Sanderson, Indianapolis, Deca- 
tur & Springfield; Jay G. Rupert, Champaign, Havana & 
Western: b. F. Mathias, Danville & Southwestern; H. O. 
Camfield, Peoria, Pekin & Jacksonville; A. E. Schrader, 
Traffic Manager [Illinois Midland; W. W. Rhodes, Assistant 
General Freight Agent Vandalia Line; J. 8S. Lazarus, Gen- 
eral Agent Indianapolis & St. Louis; H. Walker, Toledo, 
Peoria & Western. Mr. J. M. 
men and Louis H. Walker was selected as Secretary. It 
was claimed that from the way in which the Eastern 
trunk lines were prorating rates, it was taking money 
away from the Western roads, and this Association was for 
the purpose of stopping that, and for charging full local 
rates for all Eastern freight. The Vandalia representative 
said that since the Association was formed, the line had dou- 
bled its freight earnings, and several other roads had done 
likewise. Mr. Gault, of the Wabash, St. Louis & Pacific 
road, made a long speech, in which he showed that the roads 
should stick to the Association and charge full rates to all 





or from Indianapolis, or any other point. 


ened, and, after passing a resolution for the preparation and 
adoption of by-laws aud constitution, the Association ad- 
journed to meet in Chicago on Thursday, April 15. 


ELECTIONS AND APPOINTMENTS. 


Allegheny Valley.—At the annual meeting in Pittsburgh, 
April 13, the following directors were chosen: John Scott, 
B. F. Jones, D. A. Stewart, Pittsburgh; George B. Roberts, 
H. M. Phillips, J. N. DuBarry, Thomas A. Scott, A. J. Cas- 
satt, John P. Green, Philadelphia. The only new director is 
Mr. Green, who succeeds Wm. P. Shinn. 





Baltimore & Ohio & Chicago.—At the annual meeting of 
the Ilinois Division in Chicago, April 10, the following di- 
rectors were chosen: John King, Jr., Wm. Keyser, C. H. 
Hudson, James Walsh, George R. Dennis, J. K. Cowen, John 
Tyrrell, Nelson Ludington, D. A. Jones. The board reélected 
Johu King, Jr., President; J. Hone Sutor, Secretary and 
Treasurer: J. L. Randolph, Chief Engineer. 


Cape Fear & Yadkin Valley.—At the annual meeting in 
Fayetteville, N. C., recently, Julius A. Gray was re-elected 
President. 


Chicayo & Grand Trunk.—The directors of this consoli- 
dated company, which owns the Grand Trunk line from 
Port Huron to Chicago, are: A. H. Doltcn, F. A. Howe, 
John McCaffery, Wm. Munro, J. Whitman, Chicago: Thos. 
S. Stanfield, South Bend, Ind.; Deforest Skinner, Val- 
varaiso, Ind.; Charles F. Harrington, Port Huron, Mich. ; 
ames McMillan, E. W. Meddaugh, Detroit; W.S. Shepard, 
Bath, N. Y.: W. L. Beardsley, Auburn, N. Y.: D. J. Nor- 
ton, Albany, N. Y.; Joseph Hickson, L. J. Seargeant, Mon- 
treal. The officers are: President, Joseph Hickson, Mon- 
treal; General Manager, Charles B. Peck, Port Huron: Sec- 
retary and Treasurer, Charles Percy, Port Huron; Superin- 
tendent, H. Funnell, Battle Creek, Mich.; Chief Engineer, 
J. C. James, Battle Creek; Mechanical Superintendent, K. 
Blackwell, Battle Creek. 


Chicago & Alton.—Mr. H. W. Stager, Superintendent of 
the St. Louis Division, having resigned, a new arrangement 
of divisions has been made, abolishing the Jacksonville 
Division. As now arranged they are as follows: 

Chicago Division, Chicago to Godfrey, with Dwight and 
Coal City branches, Mr. A. M. Richards continues Superin- 
tendent, with office in Chicago. St. Louis Division, St. Louis 
to Mexico and Bloomington to Roodhouse. Mr, F. M. Bates, 
formerly of the Jacksonville Division, is Superintendent, 
with office at Roodhouse, IJ. Kansas City Division, Mexico 
to Kansas City, with branch to Jefferson City. Mr. J. H. 
Wood continues Superintendent, with office in Kansas City. 


Chicago, Rock Island & Pacifice.—Mr. David Atwood has 
been appointed Division Freight Agent for the Southwestern 
Division, with office in Leavenworth, Kansas. 


Chicago, St. Paul, Minneapolis & Omaha Line.—Mr. W. 
H. Dixon is appointed General Agent of this line, with 
headquarters in St. Paul, Minn. 


Elberton Air Line.—At the annuul meeting, in Elberton, 
Ga., April 6, the old officers were re-elected, as follows: 
J. H. Jones, President ; H. C. Ansley, Secretary and Trea- 
.surer, 


Fitchburg.—The following circular from Traffic Manager 
F, L. Parker is dated April 5: 

“Mr. C. A. Wetton is appointed Freight Auditor, in im- 
mediate charge of the preparation of freight accounts. 
Agents and others will please give proper attention to bis di- 
rections as to freight reports, requests for information, use of 
blank forms and other matters in his department. Al! re- 
ports and accounts heretofore sent to the general freight 
office will be forwarded to the Freight Auditor. His ottice 
will be in the passenger depot of the company, Boston, Mass. 
Appointment takes effect April 1, 1880.” 


Green Bay & Wisconsin.—At the annual meeting in Green 
Bay, Wis., April 5, the following directors were chosen: 
W. J. Abrams, Rufus B. Kellogg, Green Bay, Wis.; John 
I. Blair, Blairstown, N. J.: Benjamin G. Clarke, Jerse 
City, N.J.; Wm. E. Dodge, Edwin F. Hatfield, Jr., Percy 
R. Pyne, Samuel Sloan, Moses Taylor, New York. 


International & Great Northern.—At the annual meeting 
in Palestine, Tex., April 5, the following directors were 








, ALC A | tholomew, resigned. 

local points, whether the freight was shipped from the East, | 

| 4 . . . 

It was then agreed that the Association should be strength- | Savannah, Ga., March 31, the following directors 
end |chosen: W. 8. Chisholm, J. H. Estill, H. 8. Haines, M. J. 


R. 8. Hayes Presi- 
| 
Assistant Secretary and Treasurer and Transfer Agent. 


Lehigh & Eastern,—At a meeting held at White House, 
Pa., April 7, the following were chosen: 
Williams, White House, 
Wallace W. Hitts, Easton, | so much 
Tobyhanna, Pa.; Charlton Burnett, Anthony P. Giberson, | ; 
Stroudsburg, Pa.; Andrew I. Coolbaugh, Coolbaugh, Pa. ; 
Jacob H. Place, Maple Grove, Pa. ; Jacob 
Wm. E. Adams, Dingman’s Ferry, Pa.: James C. Rose, 
Matamoros, Pa.; A. G. Strong, Quick’s Falls, N. Y.; Thomas 
I. Towns, New York. 

Another board with Simon P. Kase as President, was 
elected in Philadelphia last January, and the rights of the | FI 
respective parties are now in litigation. 


Long Island.—At the annual meeting in Hunter’s Point, 


have been: 


our, bbls. 


| N. ¥., April 13, the old board was reélected, as follows: 


Anthony J. Drexel, Egisto B. Fabbri, Samuel M. Felton, | 


Morris Franklin, Chester Griswold, Henry O. Havemeyer, | Flour, bbls.. ..... 
Grain, bush........ 


Elizur B. Hinsdale, Wm. Kevan, Wm. Richardson, Edward 
E. Sprague, Thomas R. Sharpe, Francis B. Wallace, James | 
Hood Wright. 


Louisville & Nashville—At a meeting of the board in | 
Louisville, April 10, the office of Traffic Manager was cre- 
ated, It will be filled by Mr. E. B. Stahlman, now General | 
Freight Agent. The President announced that Mr. A. M. | 
Quarrier had been appointed Assistant to the President. 


Nashville, Chattanooga a St, Louis.—Mr, M. J.C. Wrenne | Atchison, Top. & 
has been appointed Superintendent, in place of J. W.| 5. F.... ....: ss 
Thomas, chosen President. Mr. Wrenne has been on the | C@ada Southern, 


" cae Central Pacific 
road a long time. | Chea & Ohio 


O: born was elected Chair. | Port Huron & Northwestern,—-Mr. A. L. Reed is Chiet | Chi & Alton... 


Engineer, with office at Port Huron, Michigan. iy pay Northwest 
Rabun Gap Short Line.~At a recent meeting of the board Cnt, 
the following officers were chosen: President, W. L. Love, vinee Pere Mar 
Franklin, N. C.; Vice-President, H. W. Sibley, New York; |" quette..... 
Secretary, Skipwith Wilmer, Baltimore ; Treasurer, W. N. | Grand Trunk..... 
Allman, Franklin, N. C. Mr. Sibiey is President and Mr. | Great Western 
Wilmer a director of the Atlanta & Charlotte Air Line. | Hil. Central, li- 


nois lines 
Richmond & Allegheny.—The board has elected Francis 0. 


St. Paul ‘& 


il. Central, lowa 
French, of New York, President, in place of George M. Bar- | ; Maes : 
ne 


Western 


Savannah, Florida & Western.—At the annual meeting in | Little Rock & ‘Ft. 


Smith .... 
| Louisville & Nash. 


O'Brien, H. RB. Plant, Henry Sanford, G. H. Tilley. The | Mj; Kansas & 


board elected H. B. Plant President; W. 8. Chisholm, Vice- | North Wisconsin 
| President: H. §. Haines, General Manager; G. H, Tilley, | OK: & Lake Cham 
| Secretary; W, P. Hardee, Treasurer. plain 


| ‘The office of General Superintendent was abolished and its | St. L., A. & T. H., 
| duties merged in thatof General Manager. Mr. Haines has | , “in hat Hy 


| been Superintendent of the road for a long time, and has | * B t » Prato 
: : | elleville Line.. 
well earned the promotion. He has made himself known as | g¢) paul & Sioux 
an able and energetic manager anda thorough and careful} City ....... . 
student of transportation questions. | Scioto Valley 
r F , : , |} Tol, Peoria & 
Wabash, St. Louis & Pacific.—At ameeting of the board | _ SE 
in New York, April 13, Mr. Solon Humphreys was chosen | Wabash, St. 1 
President, in place of Cyrus W. Field, resigned. Mr. Fred-| &P....... 
erick L. Ames, of Boston, was chosen a director, in place of | Wisconsin Valley. 
Mr. Field. 
t., Miss, & Ohio, 


, = : A 
Wisconsin Central.--Mr. W. A. Givin has been appointed | Net earnings 
Car Accountant, with office in Milwaukee. | Carolina Central 
—— Net earnings 
Ches, & Ohio 
; Net earnings. 
| Del. & Hudson 
— P Kgs tae 'y P ‘ leased line 
—Mr. F. E. Hinckley, the well known railroad projector, at canines 
was arrested in Chicago, April 8, on an attachment for con Mem.. Pad. & No. 
tempt of the United States Circuit Court. The contempt | Net earpings 
consisted in his failure to pay, when directed by the Court, a | St. Louis, Iron Mt. 
balance of about $22,000 still due from him as Receiver of | eg ae 
the Gilman, Clinton & Springfield road. He was afterward | ae. Paul & Daluth 
released on giving security in #30,000 to pay the amount ” Net earnings 
due by April 30. 





PERSONAL. 


| Grain, bush.......... 


Bk om. «& 


waukee ships little but wheat. 

4 Of the receipts of Atlantic ports, New York had 37.8 per 
|S. H. Smith, Secretary and Treasurer; Jacob 8. Wetmore, | cent., Philadelphia 23.7, Baltimore 22.2, New Orleans ai. 
| Boston 6.5, Portland 1.6 and Montreal 0.1 per cent. 
| the total was 15 per cent. 


——-——--Week ending -- 
March 31. March 24. 


April 


April 7. 
210.578 
18,453,646 


%, 

58.606 
.5,.299,033 4,069,295 
For the following periods the exports were: 
—Four weeks ending- 


12,362,715 


35,630 


219,075 


--— - _ — - ~- - - | = - - - - 

8. Kennedy, Wm. Walter Phelps, Samuel Sloan, T. W. | that the wheat movement is comparatively light, and Mil- 
Pearsall, New York. The board elected 

dent; T. W. Pearsall and H. M. Hoxie, Vice-Presidents; D. 
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Though 
t+. . cong than the = oes. a 
; | York received nearly a fifth less, while Philadelphia 
Reig Ao ae caer | nearly twice as much and Baltimore one-balf more. But once 

. Pa: Edward H. Giherson, | before in the history of the trade has Philadelphia received 


Less than one-fifth of the Northwestern receipts, 3644 per 
"ce, Milford. Pa. . | °&?*- of the Northwestern shipments and about one-fourth of 
» “>| the Atlantic receipts were wheat. 
The aggregate exports of the Atlantic ports for four weeks 





March 17. 
56,954 59,378 
5,406,028 3,679,890 


30,816,361 


Railroad Earnings. 


$1,585,500 
1,003,702 
S.488,014 
G25,705 
1,625,602 
S681 315 
275 M15 
375,040 
2,490,432 
1, 180,205 
1.455,235 
384,250 
286,645 


122,286 
BO5.674 


050,808 
55.061 


SRLS 1S 
309,007 
159,720 


$14,031 
0,768 


S26. 860 


Tio months ending Feb, 20: 


$318,824 
178,196 
92,046 
40,679 
401,016 
102,280 


726.073 
204,350 
36,003 
DBD 


1,046,178 
165,062 
71.405 
14,827 


| Month of January: 


—(ten. Isaac Murray St. John, Consulting and Mining En- | Chi. & Alton. . 
gineer of the Chesapeake & Ohio Railroad, died suddenly | Net earnings . 
at White Sulphur Springs, West Va., April 8. He was well | St. Paul & Sioux 
known as an engineer, having had many years’ experience, | CltY --:.--- 
He served during the war in the Engineer corps of the Con- | 
federate Army, and for a time as Commissary General. 

—Mr. James A, McDuffie, for many vears on the Erie road, 


Net earnings 


Great Western 
Net earnings . 


and for nine years past Chief Train-Dispatcher of the Buffa- | Ind. Dee. & 
lo Division, has resigned to accept a position on the Union —— 
Pacific. Before leaving Buffalo his friends and associates on | et earnings .. 


s . | 

the road presented him with a valuable gold watch and | L f 
chain | Atchison, Top. & 
j Santa Fe 
Canada Southern, 
| Central Pacific 
| Ches, & Ohio 
| Chi. & Alton 
| Chi. & Northwest 

ern 





TRAFFIC AND EARNINGS. 


Grain Movement, 
For the week ending April 3 receipts and shipments of 


ain ofall kinds at the eight reporting Northwestern mar-| Chi, St. Paul & 
SS and receipts at the seven Atlantic ports have been, in ae ees ts 
j in ere Mar 


bushels, for the past seven years: 





| quette oe 
~-— Northwestern, - Atlantic | ni Central. nt 
Year Receipts Shipments. receipts.| lines........... 
7 wee 2,623,377 1,626,790 2,279,409 | TI. Central, lowa 
1875 . 1,109,508 1,132,815 1,606,651} jines....... 
1976 .:.... ».. 1,896,720 1,640,133 1,520,130 | Ind., Bloom. & 
SN oN anhhsumempuseres 1.711.939 1,574,082 1,420,795 | West int 
_  SRRRGRTSES- . 4,022,086 *3,836,491 4,609,220 | Little Rock & Ft 
IOID. 2200s vee 2,754,786 2,833,368 4,901,466 | “smith 
DM Gack oss aedie . 4,426, 124 5,957,544 6,746,935 | Louisvilie & Nash. 
Mo.. Kansas & 
* In 1878 1,332,443 bushels of the shipments were by lake. Texas 


| The receipts of Northwestern markets for the week ending | ay Pp ———. 
| April 3 this year are a tenth less than in the previous week, 1s, & — 

. . ‘ plain ‘ 
but 60 per cent. greater than in the corresponding week of | peoria, Decatur & 
last year. The shipments of these markets are 4% per cent, vansville... 
greater than in the week before, and very much the greatest | st L.,A. & T. H., 
ever made from these markets by rail in a single week. This Main Line... 
was the last week that navigation on the lakes was closed | St.l..A & T. H., 

i ; ; ‘ Belleville Line 
this season. The shipments were more than twice as greatas) oho) & Sioux 
in the corresponding week of last year. It should be remarked City ° 
that in the corresponding week of 1878 1,332,443 bushels | gcjoto Valley 
of the Northwestern shipments were by lake, but no lake! Tol, Peoria & 
shipments are reported for the corresponding week of any | WarsaW...... 
other year. The receipts of Atlantic poms were 15percent, Wabash, St. L 
greater than in the previous week and 3714 percent. greater 
| than in the corresponding week of last, and were never 
| equaled in any previous week while navigation was closed. (j & Kastern Ill 
| They have not been so large before since October, and have Han. & St. Jo 
| never but twice been equaled in a week before harvest, even St. L., Iron Mt 
| after navigation was open. & Bo ah 
| Of the receipts of Northwestern markets for the week, “Y abash, St. L 
| Chicago had 36.6 per cené., St. Louis 22.1, Toledo, 21.3, 
Peoria 8.1, Detroit 5.7, Milwaukee 3.4, and Cleveland 2.8 





| 2 ee 
Wisconsin Valley 


Great Western 


& P 
Week ending April ° 


chosen: R. S. Hayes, H. M. Hoxie, D. 8. H. Smith, Pales-| per cent. That Milwaukee, which on the average for the year 
ine Tex.; James A. Baker, F. A. Rice, Houston, Tex.; John | usually stands second, should be so low is owing to the fact ' Grand Trunk 


$524,055 


W474 ; 


101,860 


BOW 


Month of February: 


290, 900 
75,400 


$24,184 
10,536 


Month of March ; 


$668,000 
400, 180 
1,250,000 
749 


602,624 





1,305,000 
114.808 
147,018 
475,374 
144,071 
116,185 


$3,000 
ANTS 
355,50 


0, 
17,76 


ws 


30.539 
20.05 
110,424 
54,020 


118,138 
28 005 


128,455 


8? 480 


35,269 


First week in ‘April ; 


$20,725 


$2,206 
100,150 
203,050 


” 


$102,110 


Week ending April 3: 


$205,405 


1879 


$1,192,447 
GLLARS 
3, 





3,004,986 
227, B52 
255,300 

2,102,585 

1,073,214 

1,244,618 
$4,055 
M06 4ATS 


72,011 
1,204,715 
O13 807 
22407 
DO BAT 
107,606 
137,536 
234,800 
65,796 
205,788 
1,822,276 
N4.105 
$251,845 
70,406 
83,201 
3S 576 
190.744 


675,100 
243,757 


$543,737 
125,508 
73 545 


24,457 


$11,000 
RB DOO 


$508,600 






1,107,042 


8Y.410 

8,427 
400,150 
12,001 

8O.DRT 


"24414 
415,601 


294 550 


73 
WO 550 
14,445 
71,021 
44,887 


4.578 
4.579 


1 257 


655,240 
14,506 


$16,171 
38.455 


N25 
152,181 
$83,572 


$154,223 


429,653 


Ine, or Dee 


l $303,053 
1. 302.219 
1 62,485 
1 300,849 
I 44,904 
i 76.320 
I 48,065 
l 121,680 
I 207 RAT 
| 117,081 
] 110,015 
1 40,575 
I 40,170 
1 HOLT 
1 510,959 
1 456,041 
1. 42,664 
l !H USE 
1 111,401 
j 2, 84 
l 79,182 
] 4,052 
i 63,072 
1. 703,210 
J 42,487 
j $57,470 
l 8 300 
I 9,655 
I 2803 
i 210,272 
1 162,850 
i 112.771 
I 7,514 
J 1,108 
I 372,988 
1. 21 B05 
I 26,327 
l 5.082 
I $180,318 
I 70,060 
j 26 24 
1 11.485 
D 11,100 
D 10,100 
1. S150, 301 
| 182,611 
D 30.27% 
I 0,577 
I 27H S54 
1 RODS 
I 25 308 
1 48,580 
J THAGS 
I 12.670 
I. $5,008 
J VORG 
! 141.574 
1 130,040 
I 9.700 
j V, 784 
i 15,252 
I 39.303 
I U7 
j 23,760 
I 4,426 
I 37,106 
I $27,240 
I 18,673 
I $4,552 
3.748 
I 127 
I i) AY 
i SIs \ 
I $40 


—Eight weeks ending-. 
March 10. April 7, 80. 4 pril 9, °79. 

598,346 
28,674,598 
Thus the grain exports were about one-half greater in th® 
| last than in the previous four weeks, and have been a little 
| greater in the eight weeks this year than last. 


Earnings are reported as follows by various companies: 
Three months ending March 31: 
ts 


13.6 
10.9 


S) 
14.8 
16.4 


69.8 
38.6, 


71.2 


145.8 
48.3 
6.4 
16.1 


33.7 
6.1 


23.0 


58.6 
124.2 


37.8 
123.0 
11.6 
6.0 
110.4 


28.0 
G21 
26.5 
26.0 


DA 
117.5 
54.9 
52.4 
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Coal Movement. 

Anthracite coal ton are reported as follows for the 
three months ending A) 8, the tonnage in each case being 
only that originating on the line : 

1880. 1879. Ine. or Dec. P.c. | 
Philadelphia & Reading.. 1,170,288 1,501,252 D. 341,014 22 1 
Nortnern Central. Shamo- 


- 


| 


kin Div., and Summit | 

Br@ech ... ..: css seorce SOL ae 155,228 1. 6166 4.0) 
Sunbury, Hazleton & | 

Wilkeshbarre.,..... ...... 5841 8514 DD. 4,673 55.0) 
Central of N. J., Lehigh 

PEE err a 762,501 885,866 D. 124,275 159 
Lehigh Valley.............. $41,675 820,499 |. 21176 26 
Penn. & New York........ 3,622 4,770 Db. 1,148 23.9 
Del, Lacka. & Western... 8(€3,387 797,198 I. 6.189 0.8) 
Del & Hudson Canal Co,. 754,418 677,494 LI. 76,924 11.4, 
Pennsylvania Coal Co,.... 184,730 = 270,307 ~D. 85.577 341.7 
state Line & Sullivan..... 11,078 13,733 D. 2 ‘ 








Total anthracite.... 4,696,974 5,134,861 D,437,887 8.5 

The system of weekly stoppages has ended and full produc- 

tion began on April 5. It isnot certain how long it will 

last, as there is already talk of another stoppage for a week 

or so, unless demand increases, The production for the first 
quarter for six years past has been, in tons: 


Be cce secosenvaneenen 4,606,974 1877 ..... . 3,897,455 
ee were |) Se . 2,570,713 
1878 o000000eeees AN. secices 2,493,119 


Although showing a decrease from last year, the quarter’s 
woduction is lerger than that of any other year in the six. 

he trade is said to be generally in good condition, and the 
companies are certainly Rotting more money for their coal 
than they did last year. It seems to be doubtful, however, 
whether the market will stand any further advance. 

Semi-bituminous tonrage for the three months were: 
1880, 1879. Inc. or Dec. Pc. 
Cumberland, all lines. .... ..363,057 239,826 [ 124,131 51.7 


Huntingdon & Broad Top.. :. 57,548 33,230 24,318 74.2 


——e 


East Broad Top............ 00 17,755 14,512 $243 22.4 
Tyrone & Clearfield........... 337.779 354,000 D. 16,230 45.8 
Bellefonte & Snow Shoe..... . 18,329 3.498 [TL 14.831 425.7 


Total semi-bituminous..795,368 645,075 L 150,205 25.5 
The Cumberland increase over last year is large, in spite 
of the two or three weeks’ interruption of production by 
strikes on the railroad and in the mines. Broad Top has pot 
been seriously affected by strikes as yet, but Clearfield mining 
has been almost at a stand-still for weeks. Snow Shoe’s in- 
crease is owing chiefly to the greater developments made by 
the mine-owning company. 
Bituminous tonnages for the three months are reported as 
foilows: 
1 ‘ 1879. Increase. P.c. 
Barclay R. RB, & Coal Co....114,494 pene 





94,136 20,358 
Allegheny Region, Pa. R. R. 84,280 36,185 48,004 
Penn & Westmoreland gas 
coal oa pv dhe tetene 274,539 177,127 07,412 
Te 8 ee 68,336 46,020 22516 
southwest Penn. R. R...... 15,497 7,003 A 
Pittsburgh Region, Pa. R. R*117,761 93,660 24.101 
Total bituminous......,...674,907 455,122 219,785 


The increases are large, and are due chiefly to the greater 
demand in the iron trade. 

Among other results of the a ment between the Louis- 
ville & Nashville and the Geor, roaos is an arrangement 
by which freights on Tennessee and Alabama coal to 
Atlanta will be largely reduced, so that coal now costing 30 
o- a bushel will be delivered in large quantities at 12 to 

4 cents. 

Tonnages of coke reported for the three months are as 

follows : 


1880. 1879. Increase. P. ¢. 
Snow Shoe and Clearfield. . 215 A Pe 215 as 
Allegheny Region, Pa. R.R. 16,217 12,668 3549 28.0 
Penn & Westmoreland..... 33,482 27,045 6,437 23.8 
West Penna. K.R,.. .. 24,102 22,415 1,687 7.5 
Southwest Penn. R.R .. .. 240,242 207,105 13,18 6.1 


° 137 
Pittsburgh Region, Pa, R. R, 149,106 36,283 112,823 310.8 





Total coke.........+0 453,304 315,516 137.848 43.7 


The coke trade continues to increase and the gain this year 
in the Pittsburgh Region is noticeable. The Connellsville Re- 
gion along the Southwest Penn. road still holds the chief place 
for railroad shipments, though the large river shipments 
from the Pittsburgh Region are not reported regularly. 

The unthracite =a of the Belvidere Division, Penn- 
py ote Railroad, for the three months ending April 8 was 
aS LOLIOWS : 











1880, 1879. Increase. P.c. 

Coal Port for shipment ........... 0 eee 1,405 .... 
South Amboy for shipment........ 94.712 94,225 487) (0.5 
Loca! distribution on N, J, lines....117,920 83,438 34,491 41.4 
Company's use on N. J. lines... .. 25,801 25,656 145 (0.6 
ys | RRR Ae eae Suvksoees 239,847 203,319 36,528 18.0 


Of the total this year 181,397 tons were from the Lehigh, 
and 58,440 tons from the Wyoming Region. 


Chicago Shipments Eastward. 


Shipments of freight from Chicago to the East, as reported 
by the pooling agency, were as follows by each route for the 
week ending April 13 (the first after navigation opened) : 


a Tons. 
SOGPMES COMUNE; 3. cactnctcss sins vcharetarates> c theives cess 13,215 
BO NG a ia's 0s: anaes Get gk ttn ok ne x aw hank Oe 15,208 
Pittsburgh, Ft. Wayne & Chicago................+.seeeeeeee 9,783 
Pittsburgh, Cincinnati & St. Louis...................00008 oe 8,339 
ee gee ey ie a ee wie di ks: 655,155 Ln 
BOORE:: ss) sda danearenA tenets Leueen ikaecceatsenccs 55,051 


Compared with the week ending March 27, this stows a 
very large decrease—37 per cent.; but the shipments are 
vey heless large—very much larger than the winter ship- 
ments. 

On the 7th inst. the several roads had carried more and 
less than the percentages awarded them, as follows : 

Michigan Central, short 5,145 tons; Lake Shore, short 
10,754 tons; Fort Wayne, short 14,545; Panhandle, over 
11,547 ; Baltimore & Ohio, over 18,897 tons. Usually 
transfers are made to even the business before such differ- 
ences have accumulated, but in March shipments were so 
heavy that every road carried all it could get cirs for, and 
if transfers had been made then to the roads that were short 
probably they could not bave forwarded the freight. 


Petroleum Exports. 


_ For the three months from Jan. 1 to April 8, the exports, 
in gallons, from the several ports, have been, for four years: 


oe 880. 1879. 1878. 1877. 

New York . 72,533,897 42,261,301 37,025,177 42,009,656 
Roston............ 885,664 789,195 "3201566 521.587 
Philadelphia... |": 13,237,736 11,695,611 7,0°71393 9,2171484 
Raltimore..... |. 4,696,113 —5:8775006 6.989083 31983639 
Bechmonll .......- ccccecosts 305,000... : cr eng 

Portland...._.. : 350 15 “300 1,254,452 





Total ........... 91,353,760 60,929,613 51,380,718 59,086,818 
The total exports are thus fifty per cent, ter this year 


than last, having been r last year than ever be 
The gains have been at New York and Philadelph Balti 





more having lost, ‘and showing smaller exports ¢ year 


than in either of the other three. The percentage of the 
total exported from each port each year has been: 


1880 1879. 1878: 1877. 

ID. Fo ccaawennxtesbaees ee tae 69.4 72.0 ri 
Dt den ud te roderee 1.0 1.3 0.7 0.9 
Philadelphia. - 14.5 19.2 13.7 15.8 
ESS ee 5 | 9.5 13.6 10.1 
I ot wists on debe nsigen ne 0.5 bee apa 
Portland .. ak a ieee ake 2,1 


TS cel noak take ..100.0 100.0 100.0 100.0 
The changes in the export traffic this year are thus alto- 
gether in favor of New York, which bas had nearly four- 
fifths of the whole. 
Chicago Lumber Traffic. 
Receipts and shipments of lumber at Chicago for the three 
months, from Jan. 1 to March 80, have been, in feet: 


1880. 1879. Increase. P.c. 
Receipts........ “a 35,806,700 30,481,599 5,325,101 17.4 | 
Shipments. . .--- 105,501,334 99,819,803 5,621,533 5.6 


The receipts being almost entirely by lake, depend chiefly 


upon the time the lake is open, which was much more this | 
year than last. The increase in shipments is much more | 
moderate than was to be expected, in view of the prosperity | 
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| River, which it will cross at the mouth of Deer Creek, about 
three and a half miles north of Port Deposit, by an iron 
bridge elevated 30 feet above the water. From the 
Susquehanna the roed will run through Cecil County, be- 
| tween the lines of the Philadelphia, Wilmington & Balti 
more and the Baltimore Central roads, and will cross the 
| Delaware line about three mile~ from the ‘ Flat-Lron’ point, 
where three states unite. From this point the connecting 
line through Delaware will be built under the provisions of 
the Delaware Western’s charter. It will pass through Wil- 
mington. The remaining portion through Pennsylvania will 
be built under the general railroad law of that state, though 
it is uncertain whether an entirely new road will be built 
from the line to Philadelphia, or whether connection will be 
made with the Philadelphia & West Chester Railroad 
| above Media. It will be about three months before the sur 
veys of the road can be completed.” 


Barnwell & Blackville.—This road is now completed, 
| and the first train passed over it April 2, the opening being 
celebrated by appropriate ceremonies. It has been built and 
| is owned chiefly by Mr. J. B. Woodward, of Barnwell. It is 
alight, cheap road, with stringer track, and runs from 
Blackville, on the South Carolina road, southwest to Barn- 
well, 13 miles. 


of Northwestern farmers and the large immigration re- | 


ported. But this is not the time of year at which lumber 
shipments are usually made in large quantities. The farm- 
ers buy chiefly when they can use it, which is after the frost 
is out of the ground, and still more after putting in their 
crops. 

Kast-Bound Rates. 

Rates on east-bound freight were reduced by vote of the 
Joint Executive Committee, to take effect Wednesday, 
April 14, as follows (Chicago to New York): Class 7 (in- 
cluding packed meats and other packing-house products), 
from 40 to 35: Class 8 (grain), from 35 to 80; 
(flour per barrel), 70 to 60 ; Class 11 including bulk meats), 
45 to 40, 

Erie Canal. 

Ata meeting held in Albany, April 13, the New York 
State Canal Board adopted the following resolutions: That 
the toll on foreign salt be fixed at 4!/ mills per 1,000 pounds 
per mile; that the toll on domestic salt be reduved to '¢ mill 
yer 1,000 pounds per mile; that the tolls upon timber in rafts 
@ fixed at 5 mills per 100 cubic feet per mile; that ctuves 
and headings, phosphates, etc., except gypsum, be placed 
upon the free list; that the Canal Board recommend the 
Legislature toconcur inthe above amended toll-sbeet for 

880 


The Canal is to be opened for business April 17, anun- 
usually early date. 


Starting a Runaway. 

Early on the morning of April 12, a man named McIner- 
ney, said to be a discharged employé, jumped on a switch- 
engine standing on the main track of the New York Central 
at Rochester, N. Y., started it and then jumped off. The 
engine ran off at great speed, went through the city and 
out upon the road about six miles, when it stopped, having, 
very fortunately, had a clear track all the way, so that no 
damage was done. The action was seen by several persons 
and another engine was promptly sent in pursuit, which 
found the runaway standing where it had stopped with the 
steam nearly run out. McInerney was pursued by some of 
the bystanders, caught and held for trial. 


OLD AND NEW ROADS. 





Anglesea—aA railroad about five miles long is to be built 
from the West Jersey road near Cape May Court House, 
N, J., to Anglesea, a new summer resort on the Atlantic 
above Cape May. The contract has been let to Mr. Peter F. 
Collins, of Philadelphia, who will begin work at once. 


Atchison, Topeka & Santa Fe.—The track on this 
company’s main line is now reported laid to Albuquerque, 
N. M., 35 miles south by west down the Rio Grande from 
the lace terminus at Wallace, 128 miles beyond Las Vegas, 
and 904 miles from Atchison. Albuquerque is to be the junc- 
tion with the Atlantic & Pacific line to California. Work is 
being pushed on the line down the Rio Grande to El Paso. 


Atlanta & Charlotte Air Line.—This road suffered 
last week from a violent rain storm in the hill country of 
Georgia and South Carolina, which swelled all the streams 
and caused several bad wash-outs, so that passengers had to 
be transferred and freight traffic was blocked. The last 
break was closed and trains began to run through on April 


5. 


Atlantic & French Broad Valley.—Work has been 
begun on this road, which is to run from Belton, 8. C., on 
the Greenville & Columbia road, northward to Asheville, 
N. C., a distance of 96 miles. The line will cross the Blue 
Ridge at Eastato Gap, and exceptional advantages are claimed 
for it. The maximum grade will be 65 feet to the mile, and 
much of the work light, the only heavy work being 12 miles 
through Eastato Gap and across the mountains, while even 
there a much cheaper line can be made than by the Blue 
Ridge survey. By this route also, the distance from Belton 
to Knoxville, Tenn., will be seven miles less than by the 
Blue Ridge line, while the building of the 40 miles from 
Asheville to Wolf Creek is provided for, and the 78 miles 
from Wolf Creek to Knoxville are already in operation. 


Atlantic & North Carolina.—Mr. W. J. Best, repre- 
sentative of the syndicate which is to purchase the Western 
North Carolina road, has inade an offer to lease this road for 
a term of years. The board has decided to submit the pro- 
posal to the stockholders, and has called a special meetiug for 
April 29. 


Atlantic & Pacific.—A dispatch from San Francisco 
says: ‘‘Gen. Beale, who was sent out to locate the new 
Atlantic & Pacific Railroad line in this state, has arrived in 
this city, and reports that after entering California the road 
will cross the Mohave Plains, and reach Los Angeles by way 
of the Cajon Pass. Thence it will proceed, by way of San 
Francisco Creek, to and through the Tyon Pass, or one or 
two other passes, either of which will give an easy grade 


| into the San Joaquin Valley. Here the road will follow the 


west bank to San José, and will continue along the penin- 
sula to this city, which it will enter either by way of South 
San Francisco, or along Ocean Beach and Cliff House to 
North Beach.” 

The dispatch does not explain how the road is to get out of 
; San Joaquin Valley and across the Coast Range to San 
Jose, 


Baltimore & Northeastern.—The Baltimore Gazette 
says: ‘‘ The failure of this company’s incorporation act in 


the Maryland Legislature will not, it is stated, interfere with 


the building of the road, as a charter can be taken out by | 


the general state law, which is believed to be liberal enoug 

in its provisions. The proposed route of the new road is as 
follows: Starting from Baltimore, it will run through Balti- 
more and Harford counties, via Belair, to the Susquehanna 


Class 9 | 


| Boston & Maine and the Eastern.—The following 
| is before the Massachusetts Legislature as an amendment to 
|a bill authorizing leases to be made by railroad companies, 
| and it is expected to pass without objection: 
| ‘The Easvern Railroad Company and the Boston & Maine 
Railroad may make with each other such contract or lease 
| for the operation of their roads, for such period of time as 
| the directors of said companies may agree to, and as shall be 
|}approved by a majority in interest of the stockholders of 
}each company at meetings called for that purpose, provided 
| that the facilities for travel and business on either of the 
roads of the said companies siall not be diminished, and pro- 
| vided further that the income arising from such contract or 
| lease shall be subject to the provisions of law in regard to the 
| right of the state to purchase the said roads or reduce their 
tolls in the same manner as that arising from the use of the 
roads.” 


Brattleboro & White Hall.—The Vermont Valley 
Company has abandoned for the present all active opposition 
to the laying of the track of this road over its right of way 
in Brattleboro, Vt. An attempt at forcible resistance 
was made, but the company abandoned this under orders 
from the courts. The track will be laid and the conrection 
with the New London Northern made, but the Valley Com- 
pany will continue the fight in court. 





Burlington & Missouri River in Nebraska.—The 
court has given a decision which establishes the right of 
this company to extend its tracks across the Union Pacific 
in Omaha, in order to make a connection with the Sioux 
City & Nebraska road. The court assesses the damages ta 
be paid at $1,000, but the Union Pacitic may appeal on the 
ground that the sum is not enough. 


Chicago & Eastern Olinois.—This company bas now 
the whole length of its main line from Dolton, Ll., to Dan- 
ville, 128 miles, laid with stee] rails. 

The company has not yet taken possession of the Evans- 
ville, Terre Haute & Chicago (Danville to Terre Haute), 
although the lease has been ratified. The transfer wil] not 
be made until the arrangement with the bondholders is 
completed. 


Chicago & Pacific.—In Chicago, April 10, the Court 
dismissed the contempt proceedings against the stockholders 
of this road and dissolved the temporary injunction, The 
lease of the road to the Chicago, Milwaukee & St. Paul and 
the new mortgage were immediately executed. 

In Chicago, April 9, attorneys for the company paid into 
court the redemption money to be paid the purchasers at 
foreclosure sale, being $1 ,012,392.85, and also filed an appeal 
from the deficiency decrees. ‘The counsel for the purchasers 
asked that 4318,000 more by required to pay intervening 
petitions, etc., and this matter was to be argued this week. 


Chicago, Milwaukee & St. Paul.—Holders of con- 
solidated sinking fund bonds of this company are notified 
that, on presenting their bonds at the company’s office in 
New York they can have them stamped, releasing them 
from the operations of the sinking fund. Bonds so stamped 
and released will be known simply as *‘‘ consolidated bonds.” 

A Sioux City dispatch says that the company has leta 
contract for a road from Ortonville, the terminus of the 
Hastings & Dakota Division, northward down the Red River 
on the Dakota side to an intersection with the Northern 
Pacific near Fargo. This is thought to have been done to 
head off a proposed extension of the Winona & St, Peter in 
the same direction, 


Chicago, St. Louis & New Orleans.—Surveys are 
being made for the proposed reduction of grades at several 
poiluts on this line, and work will soon be begun. Work is 
to be begun at once on the ballasting of the track, with the 
intention of finishing 150 miles this season. The proposed 
change of gauge from 5 ft. to 4 ft. 8'4 in. has, it is said, been 
postponed for the present. 


Cincinnati Southern.—The trustees have ratified 
the agreement under which this road is to have the use of 
the Marietta & Cincinnati tracks. depots and terminal facili- 
ties in Cincinnati. Work will be begun at once on the tracks 
| and connections necessary to take the Southern trains into 
|the Marietta & Cincinnati yard, and it is expected that 
everything can be finished in about two weeks. 


Connecticut & Passumpsic Rivers.—Following most 
of the other northern roads, this company has reduced its 
local fares to a uniform standard of 3!¢ cents per mile. 
They have been from 3% to 4 cents heretofore. The 
through fare from Newport, Vt., to Boston is fixed at #7.50. 


Delaware, Lackawanna & Western.—Notice is given 
that the Lackawanna & Bloomsburg second-morigage bonds, 
which matured April 15, will be paid on presentation at this 
| company’s office in New York. By the last report there 
| were $209,200 of these bonds outstanding. Interest will 
| cease from date of maturity. 





| Des Moines & Kansas City.—This company has filed 
| articles of incorporation in Lowa for a railroad from Des 

Moines south by west in as direct a line as possible to Kan- 
|} sas City, Mo., nearly 200 miles. The capital stock is to be 
| ®4,000,000, and &2,500,000 is fixed as a limit for the debt. 


Detroit & Bay City.—Proceedings in foreclosure of 
| mortgage have been begun against this company in the United 
| States Circuit Court in Detroit. The bonded debt consists of 
| $2,330,000 bonds bearing 8 per cent. interest; the road ex- 
| tends from Detroit to Bay City, 110 miles, with 38 miles of 
| branches. It has been managed by trustees for account of 

the bondholders for some time. 


| East Line & Red River.—This company has let a con- 
| tract for the extension of its road from Sulphur Springs, 
Tex., westward to Farmerville, 48 miles. 
| to be put upon the new road at the rate of 87, per 
mile. 


A mortgage is - 
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Framingham & Lowell.—At a special meeting in 
South Framingham, Mass., April 10, thé stockholders voted 
to accept the provisions of the act of the Legislature, 
authorizing the company to issue preferred stock; to author- 
ize the directors to execute a new mortgage upon the road; 
and to instruct the officers to carry out the provisions of the 
contract, whereby the road is leased to the Old Colony Com- 
pany for 999 years. 


Gainesville & Dahlonega.—A survey is being made of 
this road from Gainesville, Ga.,on the Atlanta & Charlotte 
Air Line, northwest to Dahlonega. The Jine has been lo- 
cated from Gainesville to the Chestatee River, about 10 
miles, and contracts for grading this section are to be let 
soon 


Grand Southern.—The New Brunswick Council has de- 
feated the bill extending the time for the completion of this 
road. The effect of this is to deprive the company of the 
subsidy of $5,000 per mile offered by the province for the 
building of the road. 


Great Western, of Canada.—A_ report telegraphed 
from London that an agreement had been concluded for the 
lease of this road to the Wabash, St. Louis & Pacific Com- 
pany, is contradicted. It is said to have arisen from some 
pending negotiations for a traflic agreement. 


Greenville & Columbia.—It is said that this road will 
be bought at the coming foreclosure sale by a combination 
of bondholders represented by Mr, H. B. Plant, who is large- 
ly interested in Southern railroad property. There is also a 
report that a combination has been formed to buy the road 
in the interest of the Wilmington, Columbia & Augusta. 
This, however, cannot be traced to any very reliable source, 
and it is possible that the bondholders may have no competi- 
tors at the sale. 


Gulf, Colorado & Santa Fe.—Track on this road is 
now laid to Brenham, Tex., the crossing of the Houston & 
Texas Central’s Austin Branch, which is 17 miles northwest 
from the late terminus at Belleville, and 124 miles west by 
north from Galveston, The grading is all done for 33 miles 
further to Caldwell, in Burleson County. Beyond Brenham 
the road will strike out into a country as yet unoccupied by 
railroads, aud that part of its line will be free from the com- 
yetition if meets with at almost every point of importance 
vetween Galveston and Brenham. 


IMinois Central.—For the month of March the traffic 
on this company’s lines was as follows: 
L880 187. lncrease. P.e« 
$475,324.00 $400,159.44 $75,164 56 18.8 
144,671.00 132,001.06 12,669.94 9.6 


In Illinois : 
In lowa, leased lines. . 
Total $619,995 00 $532,160.50 $87,834.50 16.5 
During March, 1880, the land sales were 4,274.25 acres 
for $25,214.91, and the cash collected on land contracts was 
$15,173.42. 


‘ 


International & Great Northern,—The contract to 
build 100 miles of the extension from Austin, Tex., south- 
ward has been let to Ross & Harris. The firm is composed 
of John Ross and of Robert L. Harris, of Portsmouth, N. H. 
Mr. Harris is an engineer who has served on various roads 
and was lately on the Canada Central Extension. 


Jersey Shore, Pine Creek & Buffalo.—This road was 
surveyed some years ago from Williamsport, Pa., by Jersey 
Shore, the Pine Creek Vailey and Coudersport to Port Alle- 
gheny on the Buffalo, New York & Philadelphia road. Some 
grading was also done. A new survey is now being made of 
the line, and it is reported that the Philadelphia & Reading 
will build the road to secure a western outlet for its lines. 


Kansas City & Eastern.—Surveys are being made for 
a new line for this road from Kansas City to Little Blue, 17 
miles, through the Missouri Bottom. The proposed change is 
to avoid the heavy grades of the present line. 


Kansas City, Burlington & Santa ke.—A dispatch 
from Kansas City, April 14, says: ‘*The Kansas City, 
Burlington & Santa Ke Railroad has completed arrange- 
ments with the New England & Western Investment Com- 
pany, of New York, for means with which to extend the 
road immediately to Wichita, in the Arkansas Valley, and 


for the further guarantee of means to build from Kansas 
City to Ottawa, and from Wichita to Santa Fe. Of the 


board of directors elected, a majority reside in New York, 
and will meet in that city on the 26th, when the details of 
the extension will be fully arranged.” 

Probably this dispatch covers a little too much ground. 


Keokuk & Northwestern.—This company has made a 
contract with Amasa Stone, A, B. Stone and D. P. Eels 
to build the road from Keokuk, Ia., to the north line of Lee 
County, the contract being conditioned on the securing of 
some additional local aid. The contractors are interested in 
the St. Louis, Keokuk & Northwestern road. 


Keystone Coal Co.—This company proposes to extend 
its road to Mt. Savage Junction, Md., to connect with the 
Pennsylvania Railroad’s line to Cumberland. The company 
now hasa road 5!¢ miles long from its mines to the Pitts- 
burgh Division of the Baltimore & Ohio; the extension 
would be about 12 miles long. 


Leadville & Great Eastern.—This company has been 
organized to build a railroad from Leadville, Col., to Pueblo, 
and thence eastward to the Kansas line, 

if all the companies organized build their roxds, Leadville 
will have more railroad lines than Chicago. 


Lehigh & Eastern.—In the litigation over the owner- 
ship of this projected road both parties claim advantage 
from a recent decision, but it appears that nothing has really 
been decided except to continue a temporary injunction 
against transferring stock until a further hearing in the 
case, 


Lehigh Valley.—Surveys are being made for the new 
line from Philadelphia to Allentown, to be built jointly by 
this company and the Pennsylvania, to which reference was 
made in the Pennsylvania’s recent annual report. A line is 
now being run about half way between the Perkiomen and 
the North Pennsylvania roads, 


Louisville & Nashville.—At a meeting of the board in 
Louisville, April 10, the contract with the Georgia roads 
was approved. President Newcomb stated that great care 
had been taken that the alliance shall strictly conform to the 
laws und policy of the state of Georgia, and all of the com- 


panies united in a contract that they will keep within the | 


spirit and letter of the law, and act in obedience to the man- 
dates of the railroad commission, as though no such combi- 


nation or alliance had been formed. There had been no trans- | 


fers of stock made, but there was a perfect understanaing be- 
tween Presidents Wadley, Alexander, Governor Brown and 
himself. The lease of the Western & Atlantic did not admit 


of discrimination, nor was it the desire, purpose or wish of | per wile for through freights, with pro rata charges for | plied, the 


the Louisville & Nashville management to acquire an undue 
advantage over any of its neighbors or competitors. All it 
sought was a fair and just treatment. He would say, how- 
ever, that this had been secured beyond the power of any 


present or future administration of either his company or 
the other companies to change or alter. 

The agreement has been approved by the directors of the 
Georgia and the Central companies and signed by all the 
companies, The signature of the Western & Atlantic is 
with the following reservation ; ‘‘ While the Western & At- 
lantic Railroad will do nothing in conflict with its charter or 
its contract with the state, it approves of the object of this 
contract and will coéperate within its chartered limits in 
carrying it out.” 

It is announced from Louisville that the Georgia and Cen- 
tral (of Georgia) companies, joint owners of the Western 
Railroad of Alabama, have leased the section of that road 
from Montgomery to Selma to the Louisville & Nashville 
Company, with the privilege of purchase. This gives the 
company a line of its own to connect with its Pensacola & 
Selma road, and also the control of all lines out of Mont- 
gomery except the Western road to Columbus and Eufaula . 


Marietta, Pittsburgh & Cleveland.—This company’s 
shop at Marietta, O., was burned down on April 7, and three 
locomotives were damaged. The loss was about $7,000, 


Mead ville.—A public meeting was held recently in Mead- 
ville, Pa., and a committee appointed to prepare a plan for 
building a railroad from that city to connect with some 
other road and secure a competing line. The committee has 
decided to organize a company and then come to a decision 
as to where the road con ren. Several connections have 
been proposed, among them one with the Erie & Pittsburgh 
at Linesville, and one with the New Castle & Franklin at 
Stoneboro. 


Midland, of New Jersey.—This is the vame adopted 
for the new company organized by the purchasers of the 
New Jersey Midland road at the recent foreclosure sale. 

Notice is given to holders of third-mortgage bonds, com- 
mon debts and stock of the New Jersey Railroad Company, 
that they can fund the same into income bonds of the Mid- 
land Railroad Company of New Jersey on the following 
terms: ‘ Common-debt holders and third-mortgage bond- 
holders, for principal of bonds will receive 50 per cent. in 
income bonds, Class A, and 50 per cent. in income bonds, 
Class B, on payment of 10 per cent. assessment, and stock- 
holders on payment of 15 per cent. This offer will remain 
open only until holders of *1,000,000 of such claims have 
paid assessments. Those holders who do not avail them- 
selves of the above offer can exchange their common debts 
and principal, only of third-mortgage bonds, for income 
bonds, Class B, on payment of 5 per cent., and stockholders 
on payment of 10 per cent. assessment, on or before May 1 
proximo. All claims against the New Jersey Midland Rail- 
way Company must be presented to the Treasurer on or be- 
fore April 30 for verification. Holders who do not pay 
assessments as above will receive scrip, as provided in Bales- 
tier plan.” 

A meeting of holders of junior securities was held in New 
York, April 12, at which it was resolved to accept the new 
company’s proposal and take income bonds for the amount 
of their claims, provided they can te given stock for the 
amount of the assessments required by the plan. 


Missouri Pacific.—A dispatch from Washington, April 
12, says: *‘ A decision was rendered by the Supreme Court 
of the Unived States’ to-day in the case of George E. 
Ketchum and others against the county of St. Louis. The 
Court holds: 

* First—That the act of the General Assembly of Missouri, 
approved Jan, 7, 1865, under authority of which the county 
of St. Louis issued its 700,000 of bonds and lent them to 
the Pacific Railroad Company of Missouri, created, when 
accepted by the railroad company and the county, an equit- 
able lien or charge in favor of the county upon the earnings 
of the railroad to the amount necessary to meet the interest 
upon the bonds as it should become due, such payments and 
lien to continue until the bonds should be paid off. 

** Second—That this equitable lien or charge exists, and is 
enforceable against the funds in the hands of the receiver, 
against the purchaser under the decree of foreclosure here- 
tofore rendered, and against whomsoever may hold the 
property or have custody of its earnings. The judgment of 
the Court below is affirmed.” 

Justice Harlan delivered the 


opinion, Justices Strong 
and Bradley dissenting. 


Nashua & Lowell.—President Brooks has made a state- 
ment in relation to the bill now pending before the Massa- 
chusetts Legislature, to allow this company to take part of 
the Boston & Lowell’s property sufficient to enable it 
to build one track through the cut in the rock ledge 
south of the old depot in Lowell. He says that this 
is the only possible outlet for the road; that it is 
impossible to make another cut through the rock ledge, 
and that no connection with the other roads can bs 
made except through the Boston & Lowell yard. He claims 
that it will not interfere with that road, and that there is no 
intention to divert Boston business, simply for the reason 
that this company already has $300,000 invested in the joint 
terminal facilities in Boston, and cannot afford not to use 
them. He says that the road cannot continue to use the old 
depot in Lowell without violating daily the law against ob- 
structing streets, and that some relief must be had. 


duced its local fares to 2}4 cents per mile, the reduction to 
take effect April 15. 

New York, Albany & Buffalo.—This company, whose 
projected line is up the west side of the Hudson to Albany 
and thence along the canal to Buffalo, has a bill before the 
New York Legislature in its interest, the first section of 
which, as now presented, after reciting the objects of the 


their completion, shall be transferred to the state in perpe- 
tuity, the right to a limited use of them only being reserved 
to the company. Then the Land Commissioners and Super- 
intendent of Public Works are directed to contract with the 
company for the purpose of introducing a system of towage 
by locomotives upon the berme banks, and of securing cheap 
transportation, without expense to the state, in such manner 
and upon such terms, subject to the control and management 
as aforesaid, as shall be approved by the Superintendent of 
Public Works. It is expressly stipulated that the system 
shall be confined exclusively to the berme banks of the canals, 
leaving the tow-path entirely for the use of animal power. 
Thus aimple opportunity will be given for a fair comparison 
of the three systems of towage—by locomotive upon the berme 
bank, by animal power upon the tow-path. and by Belgian 
cable in the bed of the canal. The company shall cunvey to 
the Commissioners of the Canal Fund, without cost to the 
state, $2,000,000 of the capital stock at par as a 5 
| ing fund, to be accumulated and disposed of as subsequently 
provided for. 

The second section limits the cost of towing to 10 cents per 





boat, loaded or unloaded, per mile, 
canals be closed, freight and passengers shall be transported ; 
| the charge not exceeding three-quarters of 1 cent per ton 


| local freights, and for passengers not exceeding 1}, cents 
| per mile. 


New Haven & Northampton.—This company has re- | 


company, provides that all structures, etc., immediately upon | 


tial sink- | 


Whether or not the | 


The third section provides that the earnings from this | that road and the New ! 
| traffic shal] be applied (1) to pay the Commissioners of the | the sea-board at St. Stephen and also at St 


Canal Fund a semi-annual dividend of 5 per cent. on the $2, - 
000,000 of — fund stock, the dividends to commence on 
the completion of the road between Buffalo and Albany ; (2) 
to keeping the road properly in repair ; (3) to the payment of 
operating expenses ; (4) to the payment of interest on bonds 
and dividends on the stock, not exceeding 5 per cent. semi- 
annually ; (5) all surplus income to be paid annually to the 
Commissioners of the Canal Fund, to be appropriated—one- 
half, in their discretion, to the reduction of the principal of 
the canal debt or the reduction of tolls, the other half to be 
added to the sinking fund. And the disposition of said sur- 
plus income, as in this act specified, shell so continue until 
all the bonds and stock of the said railroad company shal} 
be vested in the Commissioners of the Canal Fund as and 
for the property of the state. 

The fourth section provides for the purchase of bonds or 
stock by the Commissioners, 

The fifth section provides that the contract with the com- 
pany shall continue until the evtire interest and ownership 
shall be vested in the state, all agreements and conditions 
for carrying out the purposes of the act being left with the 
Superintendent of Public Works and Land Commissioners, 
jointly with the company, and the system of towage to be 
subject to the rules and regulations prescribed by the Super- 
intendent of Public Works for the navigation and use of the 
canals. And in case of failure to eatselece the proposed sys- 
tem of towage within three years, unless prevented by lega: 

sroceedings, the contract may be onnulled. Before the con- 
ract shall be carried out on the entire line of the canals, 
the Superintendent of Public Works shall designate 10 miles 
upon the berme bank of the Erie Canal, upon which the 
company shall test its system of towage for two consecutive 
mouths, free of expense to either the state or the canal navi- 
ators, the results to be reported to the Canal Board by the 

uperintendent; then if, in the opinion of the board, the 
system shall not tend to diminish the cost of the mainte- 
nance and repair of the canals, and to increase their efficiency 
and usefulness to the state, the contract shall he annulled, 
and the company shall remove its works and restore the 
canal banks to their proper condition, 


New York & Long Branch Extension,—A contract 
for prods this road has been let to P. Brady, of Newark, 
N. J., anda contract fr the bridge over Manasquan River 
| —the most important part of the road—to Meeker & Hed- 
den, also of Newark. The road is an extension of the New 
Jersey Central's Long Branch line from Sea Girt, N. J., to 
Point Pleasant, 2!) miles, aud it will give railroad facilities 
to several sea-side resorts on the south side of the Manas- 
quan, It is to be finished in time for next summer’s travel. 


New York City & Northern,.—At a meeting held in 
New York, April 0, the stockholders voted to increase the 
capital stock from 82,500,000 to $3,000,000; also to ap- 
prove the lease of the West Side & Yonkers Railroad, This 
road, which is not completed, will be only about a mile 
long, and will run from the terminus of the New York City 
& Northern on the Westchester side of the Harlem River 
across that river and to the upper end of the Metropolitan 
Elevated road near High Bridge, The most expensive and, 
indeed, the chief part of the road is the bridge over the 
Harlem River, and its approaches, Contracts tor these have 
been let, 

New York Elevated.—The New York Times of April ? 
says: ‘* When the lease of the New Ycrk and Metropolitan 
Elevated railway companies to the Manhattan Elevated 
Railway Company was made, the New York Company, 
whose Third avenue line was then partly built, deposited 
$3,000,000, and the Metropolitan Company, whose Second 
avenue line was only just begun, deposited 86,000,000 in 
bonds with the lessor company for construction purposes. 
The Third avenue line was tinished and the construction of 
the Second avenue line was proceeded with, the bouds being 
disposed of to raise the necessary funds. On receipt of the 
recent quarterly statement, the directors of the New York 
Company learned with astonishment that $750,000 of the 
proceeds of their deposit had been applied by the Manhattan 
Company to construction on the Metropolitan Company's 





Second avenue line, They made a vigorous protest, 
which was met by the cool assertion on the part 
lof the Manhattan and Metropolitan companies’ di- 
lrectors that the deposit was given to the Man 


| hattan Company absolutely in consideration of the comple 
tion of the New York road, and that they had a right to use 
any balance remaining over as they saw fit. This the 
New York directors denied, claiming that the deposit 
was in the nature of a trust, and that any surplus should be 
returned to them. They threatened to resort toa lawsuit, 
and, after considerable wrangling, it was mutually agreed 
to leave the matter to the decision of ex-Judge Dillon, the 
Hon. Courtlandt Parker and ex-iov. Ingersoll, of Connecti- 
cut, as arbitrators, and to accept any decree a majority of 
them should make as final. The arbitrators made a careful 
examination of the records and took voluminous testimony. 
Each then drew up adocument containing bis individual 
conclusions, and on Wednesday evening the three met to 
compare notes. It was found that they were unanimously 
of the opinion that the deposit was in the nature of a trust. 
| They therefore joined in a decision setting forth that con- 
| clusion, and ordering the Metropolitan Company to at once 
| make good the deficiency, and hand it over to the New York 
| Company. Certified copies of the decree were served upon 
| the officers of the Manhattan and Metropolitan companies 
| yesterday.” 

New York, Lake Erie & Western.—Preparations 
have been begun for changing the gauge of the Western 
Division, from Hornelisville to Dunkirk. It is expected that, 
the change will be made June 23. 








Penobscot & Lake Megantic.—A charter for this road 
has been obtained for the purpose of supplying a missing 
link of railway between the eastern terminus of the Inter- 
national & St. Francis Railroad in the Province of Quebec 
and the northwestern terminus of the Bangor & Piscataquis 
| Railroad, now at a little town called Blanchard, and thus 
| secure a continuous line of railroad from Lenoxville, P. Q., 
| on the line of the Grand Trunk Railway, to Bangor, Me., 
and by the way of the European & North American and the 
| St. John & Maine Railway to St.John, N. B., crossing and 
|connecting with the New Brunswick & Canada Railway at 
|McAdam Junction. The length of the link to be constructed 








by the most feasible route is not tar from 80 _tniles. 
| Parties interested in the International & St. Francis 
|road are moving in this matter, and it is = 

1e 


| that they will supply the required means to build it. 
| same parties have been negotiating for the purchase of the 
| Bangor & Piscataquis road, aud have offered for it $500,000 
|—the asking price of the parties owning the road being 
| $600,000. The southeastern terminus of the Bangor & Pis 
cataquis is at Oldtown, 12 miles above Bangor, where it 
| makes connection with the European & North American 
Railway. The key to success in the scheme pro josed seems 
to be the obtaining in some way the Bangor & Piscataquis 
road, That accomplished, and the missing link sup 
International would control a line of rail 
lroad from Lenoxville to Oldtown, and through the 
| European & North American could reach Bangor, through 
Brunswick & Canada could reach 
Andrew's, and 
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through the St. John & Maine could reach St. John, thus 
making the shortest route possible from Montreal to the 
points named on the sea-board. Ultimately, if success should 
attach to the new line, another link from Milo on the line of 
the Bangor & Piscataquis eastward to South Lincoln on the 
line of the European & North American would need to be 
built for the pu of lessening the distance for through 
business. This link would be about 20 miles long, and its 
point of connection at South Lincoln would be 44 miles 
from Bangor. 


Philadelphia & Atlantic City.—It is proposed to take 
this company out of the hands of the receiver by paying off 


er funding the floating debt. The plan is to assess the holders | 


of the $521,000 stock $12.50 per sbare, which would give 
$80,250 in money, and to issue $179,000 stock now held by 
the company, and an equai amount of new bonds. It is said 
that certain parties are ready to take the bonds at a reason- 
able price, and that stock will be accepted for their claims by 
a number of the creditors. This willenable the company to 
clear itself, and leave something over to put the road in 
order and buy new equipment. 


Philadelphia & Reading.—The North American says: 
“A dispateh from Washington states that the Commissioner 
of litternal Revenue has written a letter to District Attor- 
ney Valentine, authorizi bim to arrange with President 
Gowen, of the Philadelpbia & Reading Kailroad, looking to 
a satisfactory adjustment of the paces injunction suits be- 
tween the United States and the railroad cempany. The 
Commissioner proposes to the railroad company that the 
Collector of internal revenue shall refrain from the collec- 
tion of the tax on the scrip of the road until after the close 
of the present session of Congress, provided the road will 
withdraw all suits now pending against the government, and 
give a proper indemnification nst any losses which might 
accrue to the government by this holding of the collection of 
taxes in abeyance until Congress shall have an opportunity 
to act upon the bill now pending before the House Committee 
of Ways and Means. The object of this arrangement is to 
enable the railroad company to have the use of the amount 
claimed by the government until a fair opportunity is given 
to secure the passage of the bill rg@easing it from the pay- 
ment of these taxes.” 


Philadelphia, Wilmington & Baltimore.—There is 
a spent current in Philadelphia that the Pennsylvania Rail- 
road Company is negotiating for a lease of this road, and is 
trying to secure it by the threat of building the proposed 
new line from Baltimore to Philadelphia. It is only rumor 
as yet, without any substantial evidence. The Philadelphia, 
Wilmington & Baltimore is a strong company, and has 
always pursued an independent policy, accepting business 
from all connecting lines, but declining to into special agree- 
ments or close alliance with any of them. The chances are 
that, even if the rumor be true, no lease or agreement will 
be made, The two roads have always been on friendly 
terns. 


Port Huron & Northwestern.—The extension from 
Croswell, Mich., to Carsonville was put in operation last 
month, making 87 miles of road now worked by the com- 
pany. A large force is at work on the extension of the road, 
and the earthwork is nearly done from Carsonville to Decker- 
ville, nine miles. Itis to be pushed for #0 miles, to the 
Huron County line, and the company expects to have 75 at 
least and probably 100 miles done by the end of 1880. The 
road is of 3 feet gauge and laid with 30-pound rails. 


Portland & Ogdensburg, Vermont Division.—It is 
understood that the majority of the creditors of the Receivers 
have accepted an offer of settlement at 75 cents on the 
dollar,. It is expected that all of them will come in, and 
that, as soon as the payment can be completed, the new com- 
pany organized by the bondholders will take possession, 

= company is named the St. Johnsbury & Lake Cham- 
plain. 


Rabun Gap Short Line.—This old company has been 
reorganized and intends to begin work at once on the con- 
struction of its road, which is substantially the section of 
the Blue Ridge road in North Carolina. Some aid is prom- 
ised by parties interested in the Atlanta & Charlotte Air 

dine. 


Richmond & Allegheny.—Vice-President Parsons is 
reported as a as follows to a question as to how the 
road could reac’ the Ohio River from Clifton Forge, when 
the Chesapeake & Ohio Railroad already has the only direct 
route to the Ohio from that point. Captain ‘Parsons 
answered : 

“We do aot epee to strike the Ohio River in that direc- 
tion at all. e intersect the Chesapeake & Ohio road 
at Clifton Forge, and we have all the facilities for the west- 
ern and southwestern trattic we desire over that line. We 
propose to strike the Ohio River with our road, but we 
shall strike it at its head, at Pittsburgh, and in that direction 
reach for the trade of the great Northwest, as well as find 
in Pittsburgh a market for the immense deposits of 
iron ore along the line of the Richmond & AI- 
legheny road, on the headwaters of the James. By 
looking at the map you will see that we have a direct 
route, and one that Nature has provided across the moun- 
tains to Pittsburgh. Leaving Clifton Forge, we pass through 
MeGraw’s Gap and fall on the waters of Jackson’s River, in 
Bath County. Then, you see, Back Creek forces a passage 
for us through the Jackson Mountains and lets us to the main 
Allegheny atthe head of the waters of Back Creek, where 
Nature has bowed the Allegheny mountains so that we cross 
into Pocahontas County, in West Virginia, without a tunnel 
ora deep cut, Thence we reach the headwaters of the Monon- 
gahela and follow their course to Pittsburgh over the line of 
the projected Pittsburgh Southern road.” 

The transfer of the Buchanan & Clifton Forge road to the 
company has been completed. Some grading has been done 
on this line, but no track laid, 


St. Louis & San Francisco.—A St. Louis dispatch 
says that thiscompany has ordered a survey of a branch 
line f rom Pierce City, Mo., southward to Fayetteville, Ark., 
with the intention of continuing the survey through Western 
Arkansas to Texarkana. 


St. Paul & Sioux City.—A dispatch from Sioux City 
says: ** This ey has given a mortgage to the Central 
Trust € ompany, of New York, onthe following lines, built 
or now building: The Stillwater Cut-off, 5 miles; Sioux 
Falls line westward, 88 miles from Sioux Falls; the Niobrara 
Branch westward, 82 miles from a point on the Missouri 
River opposite this city; the Omaha line southward, 115 
miles from a point on the Niobrara Branch, 30 miles west of 
Sioux City, to Omaha. This lien is supplemented to the 
one of July last, and is at the rate of $10,000 per mile. It 


provides funds for building 170 miles of new road this 
s€ason. 


San Prancisco & Northern.—This company has been 
organized in California for the purpose of consolidating 
under one corporation the pro’ Bae ot the North Pacific 
Coast Company, the San Rafael & San Quentin Com ny 
ind the Russian River Land & Lumber Company, which are 
i lowed by the same parties, The railroad of the company 
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a 1 
laetestiie from Saucelito, on the north side of San Francisco | 
Bay, to Duncan’s Mills on Russian River, 8014 miles, with a | 


branch to San Quentin on the bay, 514 niiles. | 


| Securities on the New York Stock Exchange.—The 
| following securities have been placed on the lists at the New 
| York Stock Exchange: 2 
Metropolitan Elevated, additional issue of %2,500,000 
| first-mortgage bonds. 
| Nevada Central, first-mortgage bonds, 6 per cent. interest, 
25 years to run from Oct. 1, 1879, with sinking fund of | 
| $20,000 a year. Amount of issue, $720,000, being #8,000 
| per mile of road. 


| Selma, Rome & Dalton.—Notice is given that, under 
| the decrees of the Alabama Supreme Court, all bondholders 
and other credit rs of this company must prove their claims 
before B. H. Craig, Register in Chancery, at Selma, Ala., 
on or before July 5, 1880, Failing to do so, they will be 
barred of all claim against the road, or from any participa- 
tion in the benefits of the decree of foreclosure and sale. 
Holders of Receiver’s certificates are also required to prove | 
their claims in the same manner and by the same time. 


South Boston Flats.— Parties counected with the Bos- 
ton, Hoosac Tunnel & Western road, have offered to buy 
the 25 acres of the South Boston Flats now leased by the 
New York & New England, for $1,000,000. This tract has 
been filled in by the state and a costly sea-wall built on two 
faces, with deep water close up to the wall giving dock room 
for a number of large vessels. The present lease requires a 
year’s notice to terminate it, so that possession could not be 
given until May, 1881. In order that the Boston, Hoosac 
Tunnel & Western’s traffic may reach this point it will be 
necessary to build at least a part of the proposed junction 
road around Boston, so that the Fitchburg road, the Boston 
connection of the Hoosac Tunnel Line, could reach the pro- 

osed terminus. Itis uncertain whether the Harbor and | 
sand Commissioners will accept the offer. 

The New York & New England is the only road whose | 
tracks reach the flats, and that company, while opposing the | 
building of a junction road, professes its willingness to lease | 
the use of its tracks on reasonable terms. It is understood | 
that the Boston & Albany is willing to sell its property on | 
the flats to any company which will complete the work of 
filling in and make the payments required to the state. 


Telegraph War.—The many injunction suits instituted 
in Nebraska, Kansas, Colorado and Missouri by the Western 
Union Telegraph and the Atlantic & Pacific ‘Telegraph com- 
panies to recover their lines on railroads in those states were 
all before Judge McCrary, of the United States Circuit Court, 
at St. Louis, last week. The great contest was in the suit by | 
the Atlantic & Pacific Telegraph Company against the Union 
Pacific Railway Company and the American Union Tele- 
sraph Company. In his decision, filed April 12, Judge Mc- 
Crary says: ‘‘lam clearly of the opinion that the railway | 
company cannot be permitted to oust the plaintiff from pos- | 
session without process, The injunction heretofore granted | 
will be so far modified as to make it clear that the railway 
company is at liberty-to institute legal proceedings, either by 
a cross bill in this case or otherwise io cancel and set aside 
the contracts upon a return of the consideration, and to settle 
and adjust upon principles of equity the account between the 
parties.” The indications are that a very protracted litiga- | 
tion is to follow. Meanwhile, the possession of the telegraph | 
lines will be retained by the telegraph companies. 





Terre Haute & Indianapolis.—President McKeen has 
issued a circular announcing an increase of 10 per cent. in the 
salaries of all employés of this road and its leased lines, 





Texas & St. Louis.—Track on this road is now laid to | 
Pittsburg, Tex., 78 miles southwest from Texarkana, and 12 
miles beyond the late terminus at Mt. Pleasant. Regular 
trains will soon run to Pittsburg, which is the crossing of the | 
East Line & Red River road. Work is in progress on the 34 | 
miles from Pittsburg to Ferguson, whence the company has 
21 miles completed to Tyler. 

The company is considering the question of building a 
branch from Beldon to Daiagerfield, 11 miles. It will proba- 
bly be done if local aid is offered. 

The line west of Tyler will be let as fast as located, and 
the additional iron needed (4,000 tons) has been purchased to 
carry the track to Texarkana. Arrangements have been 
made to complete the line to Waco at once. 





Union Pacific.—The Canal Department reports that in 
March there were sold 33,006.27 acres for $157,607 39, an 
average of $4.77!) per acre. The number of purchasers 
was 340, making an average of 04.183 acres toeach. During 
the month 165 cars of emigrant movables and 216 emigrant | 
teams were carried west over the Omaha Bridge. There 
were 999 single and 164 round-trip emigrant and land tick- | 
ets taken up on trains between Omaha and North Piatte, 
and 414 single and 117 round-trip tickets sold at the Council 
Bluffs and Omaha land offices. 


Vineland.—lIt is said that the Pennsylvania Railroad 
Company bas bought this road and will soon take possession. 
The road has been owned by Jay Gould, who bought it at 
foreclosure sale several years ago, and has been worked as 
part of the New Jersey Southern. It extends from Atsion, 
N. J., southwest through Vineland and Bridgeton to Bay Side, 
47's miles. It is not a very valuable line, but interferes 
somewhat with the West Jersey road. 





Wabash, St. Louis & Pacific.—At a meeting of the | 
board in New York, April 18, Vice-President Hopkins stated 
that the gross earnings thus far this year showed an increase | 
of 38 per cent. over the same period last year. Thus far the | 
Chicago & Strawn and the Quincy, Missouri & Pacific had | 
not been included in the reports. The Chicago lne would | 
probably be opened by the end of April. 

Of the old Wabash bonds all but $87,400 have come into 
the funding scheme under which the Wabash Company was | 
formed. he total amount was $17,010,000, of which 816,- | 
922,600 have heen funded. The consolidated company has 
issued 393,499 shares of stock, leaving only 337 shares of | 
Wabash stock, 2,224 shares of St. Louis, Kansas City & 
Northern preferred, and 3,940 of commonstock still to be ex- 
changed. 


West Jersey.—Itis proposed to build a cut-off line from 
this road above Gloucester, N. J., across to a point near Mer- 
chantville, and thence to the Amboy Division of the Penn- | 
sylvania Railroad near the Fish House. The distance is | 
about eight miles, and such a line would enable the roads to | 
transfer New York and northern business without passing it 
through Camden. The amount of business, however, would | 
hardly seem to be enougk to warrant the building of the road. 





ANNUAL REPORTS. 
The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 





Page 
Allegheny Valley................ 152 Long Island.......... antudes “een 
Baltimore & Potomac... : Maine Central............... ree 202 | 
Boston & Albany........ ; ass. R. R. Commission.... ... 45 
Boston & Lowell................ 74 Minneapolis & St. Louis........ 152 
Bur, & Mo, River in Nebraska. 56 Mobile & Montgomery.,,.,.,,,, 152 
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Canada Southern.......... -+++ 74 Montpelier & Wells River...... 124 
Central, of Georgia....... .... 25 N. Y., Lake Erie & West....... 6, 12 
Central, of New Jersey......... 151 N. Y.,N.H. & Hartford........ 26 
Charlotte, Col. & Augusta..... 151 N. Y., Providence & Boston.... 25 
| Chesapeake & Ohio........... : 96 N.Y. & Oswego Midland....... 11 
Chicago & Alton 156 Northern Central......... «. 1233 


eee 3 
Chi., Burlington & Quincy. 16¥, 
Chi, Clint,, Dub., & Minn....... 
Chicago, Mil. & St. Paul.. 
Chicago & Pacifie ...... 
Chi. & West Michigan 

Cin., LaFayette & Chicag« 


176 Ohio & Mississippi.... 
176 Panama.............++- 
Pennsylvania Railroad. 
Pennsylvania & New Yc 
Philadelphia & Reading.. 
Phila., Wil. & Baltimore. . 

















Cincinnati Southern . 1% Pittsburgh & Lake Erie.. - 40 
Cleve., Col., Cin. & Ind....184, 188 Prince Edward Island.......... 162 
Cleve., Tus, Val. & Wheeling .. 162 quincy. Mo. & Pacific. ........+. 182 
Consolidation Coal Co ---+- 124 Raleigh & Gaston............0.. 26 
|} Cumberland Valley............. 152 Richmond & Danville...... .... 108 
| Dayton & Southeastern ... 70 Richmond & Petersburg....... v7 
rare . D6 Rome, W’town, & Ogdensburg. 11 
Delaware & Hudson Canal. 96,178 St. Louis, Llron Mt. & Southern. 177 
Del. & Hud Can Leased Lines 17% St. Louis, Van. & Terre Haute.. 96 
Del., Lack. & Western.......... 75 South Carolina Railroads...... “ 
Delaware Western...........+++ Te THO & WOON o00) cevee- vecece 
Pitchburg.....-0.0+0+. «sees 7 Union Pacific 
Flint & Pere Marquette . .-» 7 Wabash, St. L. & Pacific....... 7 
Galv., Houston & Henderson... 75 West Chester & Phila.......... 75 
Hannibal & St. Joseph......... 162 Western North Carolina....... 18% 
Huntingdon & Broad Top....... 96 Western R. R. Association..... 46 
| Uinois Central............. 118,128 Wilmington, Col. & Augusta... LOR 
| Intercolonial.... ade pees 152 Wilmington & Weldon......... 108 
Lehigh Coal & Nav. Co. ........ 107 Wisconsin Valley............... 177 
Lehigh Valley........ sevevecces Ba 


Chicago, Milwaukee & St. Paul. 


This company at the close of 1879 worked the following 
lines: 


Miles 
Chicago to Milwaukee. <P ie ? sae ae 
Milwaukee by LaCrosse to St. Paul.. ere ‘ -. 825 
Milwaukee by Prairie du Chien to St. Paul................. 406 
Milwaukee by Horicon to Portage City ..............-.00+. 96 
North Milwaukee to Schwartzburg noRboueweions 6 
| Horicon to Berlin and Winneconne ; véeemeneueaeees Me 
Watertown to Madisrn.. 7 37 


Milton, Wis., to Monroe... . vdeounn' cs casaueaeaae 2 


New Lisbon, Wis., to Necedah................. 12 
Oshkosh to Ripon ; 2 20 
Madison to Portage. . saahe.cs haha han ae 30 
Junction to Viroqua, Wis............. oeebes ae ee 32 
Racine, Wis., to Rock Island, Ill., and branches (Western 
Union) én tinge hae ceases, seees sabieecawe ete 
Wabasha, Minn., to Zumbrota................ na Rens cepa tees 58 
| Austin, Minn., to Mason City, lowa ieee : ane 40 
Mendota, Minn.,to Minneapolis........ ..... aSe 9 
Hastings, Minn., to Glencoe cisowe td adbawewk acdedar 75 
North McGregor, lowa, to McGregor - ins R owe 1 
Farley, lowa, to Cedar Rapids nan cee gee 50 
Sabula, lowa, to Marion. Aphis vnoweeysoseceses de 87 
Conover, Iowa, to Decorah. shy Ségnnscusactnee 10 
Davenport, Iowa, to Fayette and branch (Davenport & 
See as state es oe VR ere WAnERen eeu 162 


Calmar, Lowa, to Running Water, Dak 7s Sika 350 
Marion Junction, Dak., west........... : 


Total owned —— ‘ er A 
Hastings & Dakota Extension, leased, Glencoe to Ortonville. 1.8 
Total worked P ee 5 |) 
The average mileage worked for the year was 1,996 miles. 
The equipment consists of 209 locomotives; 122 passenger, 
14 sleeping, 4 parlor and 91 baggage, postal, mail and ex- 
press cars: 5. L40 box, 791 stock and 1,370 flat and coal 
cars; 2 boarding cars. 
A statement of the bonded debt at the close of the fiscal 
years 1879 and 1878 is as follows: 
1879. 1878, Inc. or Dec 
Consolidated mortgage 
bonds bake 
First mortgage, La Crosse 
Division bonds... ... 
First mortgage, Iowa and 
Minnesota Division 
ee ee 
First mortgage, Prairie du 
Chien Division bonds... 
Second mortgage, Prairie 
du Chien Division bonds 
First mortgage, Chicago 
& Milwaukee Division 


$8,433,000 $7,304,000 1.$1,129,000 


6,600,000 6,600,000 


3,810,000 3,810,000 


3,674,000 eS Pare 


1,315,000 1,315,000 


bonds.... . $e Lew 2,500,000 2,500,000 
First mortgage, St Paul 

(or River) Division bonds 4,000,000 4,000,000 
First mortgage, Iowa & 

Dakota Division bonds.. 577,000 591,000 D. 14,000 
First mortgage, Iowa & 

Dakota Division Exten- 

sion bonds.... 3,500,000 1,000,000 I. 2,500,000 


First mortgage, Hastings 
& Dakota Division 





bonds ates poatas 160,000 172,000 D 12,000 
First mortgage, South 
western Division bonds. 4,000,000 ..ee L, 4,000,000 
First mortgage, La Crosse 
& Davenport Division 
bonds. Sanodue waka ees 7 ere I. 1,785,000 
Second mortgage bonds 496,000 600,000 D, 104,000 
Minnesota Central bonds. 183,000 190,000 D, 7,000 
Milwaukee & Western 
Fee : 219,000 234,000 D, 15,000 
Real estate purchase 
money bonds je 97,500 oe  BProrerr  core 
Milwaukee city bonds... iedneks 1.000 D, 1,000 
ye ree $41,349,500 $32,088,500 I. $9,261,000 
The general account, condensed, is as follows: 
Preferred stock....... ... $12,279,483 00 
REE MOE ak Vrs 600i kare naen5e> sebmwes 15,404,261.00 


.$27,683,744.00 
41,349,500.00 


Total stock 
Bonded debt........... ; ee 
Incumbrances assumed, bills payable, vouchers, 

héaevbertee 932,329.79 
568,962.61 
3,531,537.79 


er +a deniee bs 
Current accounts and balances 
Income account, balance .. 


Total neipaeete ls $74,066,074.19 
Cost of property............ 


$70,457,770.18 
Stocks and bonds.... .. 


1,824,703.97 


PNG ss tocaberceskheseoks 385,971.43 
Accounts and balances 580,432.09 
Bills receivable.... 15,502.16 
Cash amnea ree 801,694.36 


: avonromnsaane J OORON 19 

Stock remains unchanged. The increase in construction 
accounts, cost of property, during the year was $11,456,- 
513.01. Of this amount $1,482,801.95 was for new equip- 
ment and improvements upon the old lines; the balance for 
new property acquired. The cost of new ecuipment was 
$464,560.21. Stocks and bonds owned include Southern 
Minnesota securities costing $1,220,708, 67. 

The work done was as follows: 

Train mileage 1879. 1878. Inc. or Dee. P.c. 
1,554,048 I, 





Passenger...... 4s 2,022,798 468,750 30.2 
Freight (including 
switching)... . 5,034,085 3,885,214 1. 1,148,871 29.6 
Service 598,848 552,445 IL. 46,403 8.4 
Total...:.... 7.068.731 5,991,707 I. 1,664,024 27.8 
Passengers carried i, 446 1,412,663 1. 142,783 10.1 
Passenger mileage. 78,119,592 65,498,189 I. 12,621,403 19.2 
Tons treight car 
ne “a 2,559,734 1,955,699 1. 604,035 30.9 
Tonnage mileage. ..401,595,734 321,818,902 I, 79,776,832 24.8 
Average receipt: 
Per pass. per mile. 2.93 cts 3.09 cts. D. 0.16 ct. 5.2 
Per ton per mile i ie 180 * D 0,08 * 4.4 
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The average earnings per passenger-train mile were $1.12; 
per freight-train mile, $1.36; cost per. train-mile, 8. 
Cost of locomotive service per mile run, 20.6 cents. Cost of 
maintenance of way per train mile, 17.6 cents. 

The average rate per ton per mile was 1,63 cents on east- 
ward bound, and 1.88 cents on westward bound freight. 
Of the tonnage mileage 65.6 per cent. was of east-bound and 
34.4 per cent of west-bound freight. 

The average rate per ton per mile for 15 years past has 
been as follows. 











. Cents. Cents, Cents. 
eee. tS .. 2.82 | 1875.. 2.10 
RS, . 2.5 187¢€ 2.04 
1867.... » 0s eee 2.43 | 1877 2.08 
eee Cc 2.50 | 1878. .. 1.80 
ee ee 2.38 | 1879.. -. 1.72 


The rate last year was 41.85 per cent. of the rate of 1865. 
The earnings for the year were as follows. 


1879. 1878. Inc. or Dee, P. ¢. 

Passage.... $2,273,701.00 $2,011,496.41 I $262,204.59 13.0 

Freight .... 6,850,755.43 = 5,750,497.35 I. 1,100,258.08 19.1 
Other soure- 

aie 888,363.35 689,774.06 I 198,589.29 28.7 





$8,451,767.82 I. $1,561,051.96 18.5 
4.792'313.58 1. 68148158 14.2 


Net earns. $4,539,024.82 $3,659,454.24 I. $879,570.58 24.0 
Gross earns. 

per mile.. 5,491.73 D. 475.29 8.7 
Net earns. 

2,377.81 D. 103.75 4.4 

54.70 56.70 D. 2.00 3.5 


per mile.. 
Per cent. of 
eXps...... 

The earnings per mile show a smaller decrease than might 
be expected with so large a mileage of new road, some of 
which must have a very light traffic. 

The income account, condensed, is as follows: 


Teh GRROIRER, 05h 5cinvivseiy -s4ns ewe reeesee . $4,539,024.82 
Interest on money loaned, etc............... 0.00000 69,066.84 


Total. ..$10,012,819.78 
Expenses... 5,473,794.96 


—— 





5,016.44 
2,274.06 


Tota! 4 
October dividend on preferred stock, 
eres $429,781.90 
October dividend on common stock, 2 








> eae 385,106.42 
Teens OR DEMOED 0 occccc! vocvsgeccs 2,287,407.36 
Sinking fund on consolidated bonds... 70,000.00 
—————  3,172,295.68 
Bearplees Sor G0. POs o0.o.<.200:0 «csrneenssatacusas $1,435,795.98 






Balance of income, Jan. 1, 1 74.02 


Tax refunded, insurance, eve r 49.69 
OE Sos sa ckincosccesaapaaeece eon $2,525,523.71 
Less dividend paid on preferred stock 
Be WR ok osaceee ry ch oath) seqeuneeen 429,781.90 
——— 2,005,741.81 
Balance of income, Jan 1, 1880............ ... $3,531,537.79 


Since the close of the year dividends on both preferred 
and common stock have been paid from this balance. 

President Mitchell’s report says: 

‘This company now owns and operates 2,231 miles of rail- 
way, of which 199 miles are embraced temporarily in other 
organizations. It thus appears that since the last report it 
has acquired, by construction and purchase, 535 miles of 
road. In Dakota, extensions have been constructed from 
Pattersonville by way of Marion Junction to Running 
Water, on the Missouri River opposite the mouth of the 
Niobrara, a distance of 124 miles, and from said junction 
westerly 19 miles, which last named line will probably be 
carried through to the mouth of the American Creek, on the 
Missouri River, a distance of 94 miles, during the year 1880, 
it being already partly graded. 

‘‘In 1869 this company purchased over one-half of the 
capital stock of the Western Union Railroad, extending from 
Racine by way of Freeport to Savanna on the Mississippi 
River, and thence to a junction with the Chicago, Rock 
{sland & Pacific Railroad seven miles east of Roc island, 
a distance of 190 miles, exclusive of 28 miles of branches 
since constructed, and this road has since been operated 
under control of this company as an independent organiza- 
tion. The balance of the stock of said Western Union Com- 

vany , and nearly all of its bonds were owned by the City of 
Hasgow Bank, the failure of which made it necessary that 
these assets should be sold, and this company deemed it advis- 
able to make an effort to purchase them. The result of the 
negotiations which ensued was in substance this—the mort- 
gage lien on the road, amounting to $3,500,000 in 7 per 
cent. bonds, was purchased by this company for an equiva- 
lent sum of its 6 per cent. bonds, and it received in addition, 
as a bonus, all the outstanding stock of the company. The 
road is now permanently united with, and forms a part of 
the property of this company. Its ownership by this com- 
pany was very desirable, seeing that it formed the only feas- 
ible outlet to Milwaukee and Chicane for the extensive lines 
of this company in Central Iowa ; and besides, it traverses a 
fertile and populous country, yielding a large local business. 
Its net earnings in 1879 were equal to 6 per cent. on $5,500,- 
v00. 

‘The branch from Spartato Viroqua, a distance of 32 
miles, mentioned in the last report, was completed and 
opened for business in last September, and its traffic comes 
fully up to the expectations that were formed of it. The 
Davenport & Northwestern Railway, extending from Daven- 
ort to Cresco in the state of Iowa, witha branch from 
‘idridge to Maquoketa, has been purchased by this 
company, and the road with all its equipment was duly 
conveyed and taken possession of on the firstday of August 
last, since which time it has been operated by this 
company. The road comprised in this purchase consists 
of 162 miles of finished road and about 60 miles partly 
graded, and this company issued in payment therefor 
$1,750,000 bonds running 40 years, bearing 5 per cent. in- 
terest. That portion of the unfinished road between Fay- 
ette and Fort Atkinson, about 25 miles, will be completed 
by the first day of May next, and form a conuection with 
the main lines of this company, thus giving a through line 
from St. Paul and Minneapolis to Davenport, and thence by 
— lines form the shortest line from said points to St. 
auis. 

“In the month of May last, this company purchased a 
majority of the stock of the Southern Minnesota Railway 
Company, a line of road extending west from La Crosse 
16716 miles. Said company, under the name of the South- 
ern Minnesota Extension Railway Company, have con- 
structed during the past two years a railroad extending 
from their western terminus to the town of Flandreau, in 
Dakota Territory, about 138 miles, and have graded the 
line from Flandreau to Sioux Falls, and will complete the 
same by June next. The bonds which have been issued 
by the Extension Company, at the rate of $9,000 to $12,000 
per mile, have been cashed by this company to aid 
in the construction of said extensions, and a further 
amount will be cashed to complete the lines to Sioux 
Falls. The Southern Minnesota Railroad, and the exten- 
sions, together with the Central Minnesota road from Wells 

to Mankato, continue to be operated by an independent 
vurganization, and the receipts and expenses are not em- 
braced in the operations or accounts of this company, and it 


is not impossible that such will continue to be the case until 
the year 1888, when the, road will into the control of 
the stockholders in the interest of this company A traffic 
agreement between this company and the :Soutnern Minne- 
sota Company exists, and be continued until the rcad 
is finally absorbed into the lines of this com pany. 

“The grading and track-la ing of the Short Line be- 
tween St. Paul and Minneapolis $s nearly completed. The 
substructure for the Mississippi River bridge on said line is 
constructed, the iron} superstructure for same in process of 
construction, and it is expected that the whole line and 
bridge will be fully completed during the month of June 
next. 

**During the year there have been erected and nearly 
completed, in the city of Milwaukee, for the proper accom- 
modation of the Locomotive and emma | De ment, 
machine shops and a 44-stall round-house, the whole com- 
prising an area of four acres under roof; all of which are 
constructed of stone, brick and iron so far as practicable, 
-and are designed to be of sufficient capacity to meet the 
demands of this branch of the service at this place, and will 
be fully completed for occupancy early in the coming sum- 
summer. 

“The company has now 617 miles of its road laid with 
steel rails, being an increase of 94 milesin the year, 
and the following new equipment has been added : 21 loco- 
motives, 8 first-c coaches, 2 sleeping cars, 4 parlor cars 
5 baggage, post-office, mail and express cars, 729 box an 
caboose cars, 250 stock cars, 230 flat and coal cars, 2 der- 
rick cars. 

“The entire cost of the company’s property, including 
rolling stock, depot grounds, cattle yards, elevators, ware- 
houses, docks, etc., is represented by : 





Common stock... ........ssccccscsees id poteesde. he oenbex $15,404,261 
ER ch 026 0.60b0n00%s walken 4hs4ieed ed steteuns 12,279,483 
PEL 0 viv cconssidcepeacénbeunseesincebesecsen 41,349,500 

ere nee ee eee $69,033,244 


on 2,231 miles of road, being at the rate of $30,943 per 
mile, and showing a reduction of $7,457 per mile since the 
last report. 

“For the very satisfactory results of the business for the 
year much credit is due to the General Manager, Mr. 8. 8. 
Merrill, and the other officers of the company.” 


Pittsburgh, Cincinnati & St. Louis. 


. During the year 1879, this company worked the following 
nes: 





Pittsbirgh, Cincinnati & St. Louis, owned: Miles. 
Pittsburgh, Pa., to Newark, O.........ccscccscscccsccvece 159.8 
One-half of 33 miles from Newark to Columbus ....... - 16.5 
PRE ire a eeccnsesceqeenensens 8.1 

CE. ic ssc. 64) padddannedsenssdcenthnaabeenass 184.4 


Chartiers R. R., leased, Mansfield, Pa., to Washington... . 22.8 


Pittsburgh, Wheeling & Kentucky, leased.................. 24.0 
Cincinnati & Muskingum Valley, leased, Dresden, O., to 

Ee FPS Mt RK re . 148.4 
Little Miami, leased, Columbus to Cincinnati . 120.4 
Xenia, O., to Richmond, Ind............... 0.22... 56.2 
PAE, 0G TERT a o's 056 os cen cccrccciccccnesonccen 19.3 

—- 195.9 

Columbus, Chicago & Indiana Central, leased, Col- 

mamnionns $0 TRGIGMODONS, «6.05 6 00.0 66050544) sass e0nsders 187.7 
Bradford Junction, O., by Logansport to Chicago. .231.0 

Richmond, Ind., by Logansport to State Line...... 161.8 =. 

<> a“ 

Wetek Dei ci we Goins se idde reer sdicticieieis 971.6 


The 33 miles from Newark to Columbus are owned and 
used in common with the Central Ohio, whose line is leased 
by the Baltimore & Ohio. The company also owns one-third 
interest in the St. Louis, Vandalia & Terre Haute road, 
which is leased to the Terre Haute & Indianapolis. The 
only change from the previous year is that in 1879 the Pitts- 
burgh, Wheeling & Kentucky was worked for the full year, 
against ten months only of 1878. 

The company is controlled by the Pennsylvania Company, 
and its lines form the southern system of the Pennsylvania 
lines west of Pittsburgh. 

The general account, condensed, is as follows: 


i cc ccnschne sone sséobesescul obes: conese $2,508,800.00 


First-preferred stock..........00.+sseeee coe ceeeeees 2,929,200,00 
Second-preferred stock........0 .-.-eeeeeeeeeeeeeeene 3,000,000.00 

Total stock ($45,755 per mile)........ ...... ++» $8,437,200.00 
Funded debt ($67,771 per mile)............ 666... e ee 12,497,000,00 


Deferred Mabilitios........ .....ss000 sscsecs 


Current liabilities, accounts, balances, etc........ .. 741,403.57 
is tnaind tons ceerepicestvscesnedes cease .. $23,062,567,55 
Cost of road and equipment owned 
($108,147 per mile)..........-.+-++. $19,942,204.81 


Deferred assets, supplies, etc,....... 606,245.96 


Betterments to leased roads ........ 660,293.90 
Current assets (cash and balances 
Pct tadkedenerechiewaoets ae eekes 1,439,973.64 


376,254.25 
37,504.99 


Securities owned ..............50+0+5+ 
Balance, deficiency in assets.... ..... 








23,062,567.55 

Cost of road and equipment shows no change from the 
previous year. The bonded debt consists of $456,000 Col- 
umbus & Newark Division bonds ; $3,000,000 Steubenville 
& Indiana ftirst-mortgage bonds; %3,840,000 coupon and 
$2,701,000 registered consolidated first-mortgage bonds, 
and $2,500,000 second-mortgage bonds. The second-mort- 
age bonds are held by the Pennsylvania Company, The 
deferred liabilities are for supphes and other assets re- 
ceived with the leased lines at the time of the lease. . The 
securities held are of leased lines, depot and elevator stocks. 

The passengers and freight carried on the 200.9 miles of 
the Pittsburgh, Cincinnati & St. Louis road were : 


1879. 1878. Increase. P.c. 
Passengers carried .... 778,461 747,455 31,006 4.1 
Passenger mileage.... 31,570,106 28,804,112 2,766,054 9.6 
Tons freight carried.. 2,726,847 2,142,155 5 92 27.3 
Tonnage mileage... ..367,182,500 287,757,418 79,425,082 27.5 


Local passenger travel increased. In freight the increase 
was in west-bound business, chiefly in coal and coke. 
The earnings of the same road were as follows: 


1879, 1878. Inc. or Dec. P.c. 


Passengers. .... $760,841.09 $701,607.22 I. $59,233.87 8.4 
Freight......... 2,643,713.92 2,270,835.88 1. 372,878.04 16.4 
Express and 

See 188,644.52 185,348.60 1, 3,205.92 18 
Other sources . 9,924.23 18,578,87  D, 8,654.64 46.5 





Total... . .$3,603,123.76 $3,176,370.57. 1, $426,753.19 13. 
Expenses. .. .. 2,003,561.01 1,989,607.04 L 12,953.97 0. 
L 


eee 





Net earnings.$1,599,562.75 $1,186,763,53 412,790.22 34. 
Gross earnings 


~ 


per mile...... 17,934.66 15,834.35 I, 2,100.31 13.4 
Net earnings 
rimile...... 7,961.98 2,045.91 34.7 


per m 5,916.07 1. 
Per ct. of exps. 55.61 62.64 D. 7.03 11.2 


During the year 625 tons of steel rails, and 109,417 ties 





were used in renewals; 914 miles of road were ballasted 


with stone, and 6 miles with gravel and slag; 214 miles of 
new sidings were laid. Much work was done on bridges, 
1,086 linear feet of iron and stone replacing wood. Ten 
ten-wheel engines were t to replace old ones, and 1,000 
ao cars placed on the line. More second track is 


n ; 
The reports for the leased lines are as follows: 


CHARTIERS. 
On this line of 22.8 miles the traffic was as follows: 





1879. 1878. Increase. P. ¢. 

Passengers carried...... .. 180,743 126,718 4,025 3.2 

Tons freight carried. ........ 167,571 110,250 57,821 42.0 
The earnings for the year were as follows: 

1879. 1878. Inc. or. Dec. P. c. 

Gross earnings........ $81,660.51 $84,487.38 I. SI73.1% O48 

Expenses... ......... 54,064.01 41,899.35 I. 12,164.66 29.0 





Net earnings........ $30,596.50 $42,588.03 D. $11,001.58 YA.1 
Gress earn, per mile.. 3,713.18 3,705.59 1. 7 2 
Ne _ = -. 184.05 1,867.90 D. 525.95 28.1 
Per cent of exps...... 63.86 49.59 1. 14.27 28.8 

The increase of expenses was caused by improvements of 
road and bridges. After deducting from net earnings 
$5,847.25 as rent of equipment, the balance, $24,749.25 was 
paid over as rent of road. 


PITTSBURGH, WHEELING & KENTUCKY. 


This new line of 24 miles has made a good showing, and is 
proving a valuable feeder. Its traffic was : 


1879. 1878. Increase. P.c. 
Passengers carried... 63,123 47,991 15,132 SLO 
Tons freight carried.. 121,808 45,653 76,155 165.6 


The gain was entirely in local business. The earnings 


were as follows : 
1879. 1878 Inc. or Dec, P.c. 
Gross earnings....... $77,508.62 $49,315.05 I, $28,283.57 57.4 
Expenses............. 44,250.05 39,010.95 I 5,230.10 13.4 
Net earnings....... $33,348.57 $10,304.10 I. $23,044.47 225.7 
Gross earn, per mile. 3,233.28 2,054.79 1, 1,178.49 57.4 
Net earn. per mile... 1,389.52 429.34 1. 960,18 223.7 
Per cent, of exps..... 57,02 TAL Dd, 22.09 27.9 


After deducting $7,008.62 from net earnings for hire of 
equipment, the balance, $26,339.95, was paid over as rent 
ot road. During the year 17.7 miles were ballasted with 
slag and gravel. Stee, rails and more terminal facilities at 
Wheeling will be needed if the business continues to increase. 


CINCINNATI & MUSKINGUM VALLEY, 


On this line of 148.4 miles the traffic was as follows: 
1879. 1878. Increse. P. ¢. 
Passengers carried.......... 189,635 177,010 12,626 7.1 
Tons freight carried......... 285,784 255,028 20,850 11.7 
And the earnings for the year were: 


1879. 1878, Ine, or Dee, r.@, 
Gross earnings. ...$374,666.12 $340,396.72 I. $34,260.40 10.1 
53,562.75 





Expenses........ . 264,523.95 318,086.70 D. 16.8 

Net earnings. ...$110,142.17 22,310.02 I, 393.9 
Gross earnings per 

es wah eet 2,524.70 2,203.78 I. 230.92 10.1 
Net earnings per 

TBD ccc coccccce 742.20 150.34 1. 591.86 393.9 
Per cent. of exps. 70.60 93.45 D. 22.85 24.5 


Notwithstanding the great reduction in expenses, the line 
was fully maintained; 710 tons of rerolled iron and 42,470 
ties were used in renewals. A permanent gain in business is 
expected from the opening of the Columbus & Sunday Creek 
Valley road. The result to the lessee for the year was as fol- 
lows: 


Net earnings for the year.............6ce005> : $110,142.17 
Interest guaranteed on bonds.............666 cc eeeeees 105,000.00 
a 50:50 cnn, 060 06 60 Kabra censiedee 5,142.17 


This is applied on account of advances heretofore made. 
This is, we believe, the first year this line has showed a sur- 
plus. 

LITTLE, MIAMI. 
On the 195.9 miles included in this road, the earnings were: 


1879, 1878. Inc, or Dec. Pe 
Passengers. ... $457,472.51 $436,260.05 I $21,211.56 4.9 


Freight .... ... 734,005, 24 639,590.69 1. 95,305.55 14.0 
Other sources. 140,028.06 147,830.64 D. 7,802.58 5.3 

Wei aseccce $1,332,495.81 $1,223,691.28 I. $108,804.55 8.0 
Expenses 891,706.30 948,513.81 D. 56,807.51 6,0 

Net earnings $440,789.51 $275,177.47 L. $165,612.04 60.2 
Gross earn, per 

SEED, cccke eds 6,801.92 6,246.52 L 535.40 8&9 
Net earn. per 

mile......... 2,250.07 1,404.68 I. 845.50 60.2 
Per ct. of exps. 66.97 77.51 BD. 10.4 13.6 


During the year 62,211 new ties and 2,814 tons of steel 
were used, making 82 miles now laid with steel. Six miles 
of track were ballasted and 532 feet of iron bridges built in 
place of wood, The traffic was as follows: 


1879. 1878. Inc. or Dec. P.¢ 
Passengers carried.... 835,541 850,050 D. 15,400 1.8 
Tons freight..... ..... 787,769 624,564 1. 164,205 "1 


The decrease was in local passengers. The result of the 
year to the lessee was as follows: 
EPP ePrrerrerr rrr rrr ; 
Division of earnings with C.,C. & £.C..........-. 
Dividends and interest on securities....... ... 


... $440,789.51 
40,000.00 
79,444.00 


TE... ccnsneahes epaaatanccekesss anubeseeebeata . $550,233.51 
ee DO ee oy ll,018,.24 
Loss on Cincinnati Street Connection R., R., 

less profit on Cincinnati Bridge 22,103.04 o00.711.98 
- en Te 


Net loss for the year........ . $182,477.77 


The net loss in 1878 was $863,250.72, showing a large im 

provement last year. 
COLUMBUS, CHICAGO & INDIANA CENTRAL, 

On the three lines included in this road, 580.5 miles in all, 
there were carried: 
Increase, P.c. 

31,635 48 
518,072 2h. 


1879. 1878. 


Passengers............--+++---695,552 663,017 
Tons freight. cocpecccccccssemeeeeyeee l,weageen 
The earnings for the year were as follows: 
1879. 1878. 


Passengers... ... 52,500.77 = - $790,040.42 1. pon Bob. 8.6 
Freight ceweseee 24815,910,09 — 2,379,660,74 I. 436,240.55 18.5 
Exp. and mail... 168,171.82 169,118.70 D. M697 0.6 
Miscellaneous 74,078.60 85,240.45 DD. LOD6LSBS 12.4 

| $5.011,201.28  $3,433,065.40 1. $477,505.88 13.9 

ae. a9 $,154,960.45 3,0nz,151.54 Lo 142,800.11 4.4 


Net earn.... $756,500.t3 $411,514.06 1, $344,786.77 83.65 
Gross earn, per ee 

mile. ..... +++ 6,737.75 
Net earn. per 


5915.01 LL 822.74 13.9 


mile b 1,502.84 708.89 I 593.95 83.5 
Per cent. of 
GEBB. éc0v0s 80.06 88.02 D. 


The net earnings, though still light, show a large increase, 


7.36 4.3 
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on account of the proportionate decrease in expenses. On 
this road 844,604 new ties, 2,648 tons of iron and 8,319 
tons of steel were used in renewals, and 123 miles of track 
were ballasted. are now 189.5 miles of track laid 
with steel, Seven ten-wheel locomotives were added to the 
equipment. P $756,300.88 ia C 

The net earnings, .83, were pa nto Court to 
credit of the Trustees and Receivers. 


ST. LOUIS, VANDALIA & TERRE HAUTE. 


This road, which is worked by the Terre Haute & Indiana- 
polis Company shows gross earnings of $1,817.286.59; ex- 
penses, $954,389.58; net earnings, .897.06; rental 
charges, $895,185.97; leaving a deficit of $82,288.91, 
against $130,400.69 in 1878. Of this deficit one-half, or 
$16,144.45, is charged to account of the Pittsburgh, Cincin- 
nati & St. Louis Company. 


GENERAL STATEMENTS. 


It will be seen above that the rental for three of the leased 
lines was the net receipts, lea no balance either way to 
appear in the general income account, which is as follows : 












Net earnings, P., C. & St. L., as above... .......... $1,599,562.75 
Investments and hire of equipment Keone sees barcacege 14,022.66 
Pell <camcaaeen rey secegnarsree s+ §1,613,585.41 
Rent of Mono! ion.. ‘ s .00 
Interest on all WE ciacke ies wees 625.00 
Interest on Little Miami securities, 
credited to that company.......... .. 79,444.00 
Interest on car-trusts, DandE.. 57,535. 
——-———— + 1,008,104.86 
Net balance.............. 1 CEA ar Fr $605,480.55 
Loss on Little Miami lease............. $182,477.77 
Loss on St. L., Van. & Terre Haute.... 16,144.44 
Total 1e08 i. .06di<daientsaiie sek seeeee $108,622.21 
Less profit on Cin, & Mus, Valley road. 5,142.17 
—_——- 193,480.04 
Balance to profit and loss | ed Meda b ep oodles 104 $412,000.51 


This net balance is equal to 4.78 per cent. on the stock; it 
compares with a net deficit of $139,757.21 in 1878, showing 
a gain of $551,757.72 last year. 

16 profit and loss account was as follows: 


Surplus of income, as above .......... ....-...eeeeees $412,000.51 
George B. Roberta, Trustee, surplus................... 8,195.00 
ROG. 0050. tkens MAMRARee TOT hbhs Lhe heieeteeense tess $415,195.51 
Debit balance, Dec, 31, 1878...... Sidnlseed $201,867.83 
Col,, Chi. & Ind. Central, old expenses... 3,634.00 
Little Miami, balance of betterment ac- 
COU ic ccvcccrcpns edness sheeS Miners 04.00 403.66 
Old assets and bad accounts charged off. 156,704,092 


452,700.50 
Debit balance, Dee, 31, 1879, .. 7,504.99 


The following table shows the average earnings, cost and 
net earnings per passenger per mile on all the company’s 
lines, in cents, for the two years past: 





Per passenger per -——-Earn.——. ——Cost.—. -——-Net.-—, 

mile: 1879, 1878. 1879. 1878. 1879. 1878. 
Pitts., Cin, & St. L., 2.410 2.440 1,480 1.880 0,930 0.560 
Chartiers.......5.«+. 3070 3.250 2.400 1.850 0.670 1.400 
Pitts, Wheeling & 

ee > . 2,630 2.790 1.960 2.660 0.670 0,130 
Cin. & Mus. Valley. 2.2 690 


2. 2.010 3.920 0,320* 1.230* 
Little Miami........ . 2,240 2.250 1.950 2.280 0.200 0.030* 
Col, Cin. & Ind. 

Central.... .... . 2.510 2.490 2.270 2.440 0.240 0.050 
Per ton per mile: 

Pitts. Cin. & St. L.. 0.720 0.700 0.420 0.5 0,300 0.290 
Chartiers...25....00. 3.010 3.870 1,590 1.800 1,420 2.070 
Pitts., Wheeling & 

POOP HE -770 2.440 0.900 1.680 0,870 0.760 
Cin. & Mus. Valley.. 1.400 1.610 0.820 1.260 0.580 0.350 
pitele et. ry’ - 1.140 1.260 0.770 1.000 0.370 0.260 
Jol., Chi. S 
Contral.......2: 0 0.700 0.780 0.590 0.7% 0.110 0.050 
* Loss. 


The report says: ‘‘It will be noted from the foregoing 
table, that the rates per ton per mile show a decrease upon 
all your lines, but that, th: h the increased economies in 
transportation, the profit per ton is ter upon each road, 
a the Chart ers, than in 1 ;and the same remark, 
with a like exception, will apply to the passenger traffic 
upon all the lines. 

* This results, it will be seen, from the general improve- 
ment in the physical condition of all your properties, and 
from the efficient and economical ment of the same. 

“Up to the end of the year, $2,711,000 of the coupon 
bonds of the company were converted into registered bonds; 
this included $280, of the 7 per cent. ubenville & 
Indiane Railroad and ,000 more of the same 
— ie converted into the coupon bonds above re- 

errec . 


‘Under a settlement made with the county of Allegheny, 
Pennsylvania, $61,318.74 have been received, in full settle- 
ment of the loss consequent on the destruction of your prop- 
erty at Pittsburgh during the riots of July, 1877. * * 

“The thanks of the company are due to the officers and 
employés for their faithful services during the past year; 
and the board takes pleasure im stating thet the financial 
condition of the company is such as to warrant an increase 
of their compensation on and after the first day of April.” 

Concerning the Columbus, Chicago & Indiana Central 
lease the report says: ‘The litigation growing out of the 
lease of the Colum! Chicago & Indiana Central Railway 
to your company has now assumed a definite shape under 
the decree recently rendered by Judge Harlan, of the United 
States Circuit Court. It will be remembered that, before 
the institution of legal proceedings by your company to 
compel the Columbus, Chicago & Tiained Central Railway 
Gompeny + Ps — the covenants - the lease, the eens 
of the consolida pie = by n that property aj to 
the Court, and had themselves Eppdinted receivers PP the net 
revenues of the road, procuring an order, however, that 
such eppeintanent should not be considerad an interference 
with the possession and operation of the same by your com- 
pany. 

Three important questions were thus presented for de- 
termination, as follows: First, Whether the defect of power 
to make the lease referred to in the amended contract of 
Feb. 1, 1870, had been cured; Second, Whether the proceed- 
ings instituted by the trustees amounted to an eviction; and 
Third, Whether the Columbus, Chicago & Indiana Central 
Railway Company had performed its covenant to arrange, 
provide for, and adjust its indebtedness, b making the re- 
duction agreed upon in the amended lease of Feb. 1, 1870. 

_‘‘ While holding the lease to be valid and subsisting, the 

Court adjudged the Columbus, Chicago & Indiana Central 
Railway Company to have been in default upon the last 
point; and say, in express terms, that your company was 
Justified in withholding and suspending further payment. 
and in commencing le venedinen to enforce the terms of 
the lease, or its cancellation by the company. Under the 
previous —— the Court, the Columbus, Chicago & In- 
diana Central Railway Company had been given until Jan. 
1, 1880, to reduce its debt, as stipulated in the lease, to $15,- 





821,000,-and this requirement the Court adjudged to have 
been complied with, with the exception of the amount cov- 
ered by the Pullan decree, which, it may be remembered, 

‘ects the portion of the leased line between Richmond and 

ew Castle, in the state of Indiana. 

** In order to protect the interests of your company, as les- 
see in this piece of road, the Columbus, Chicago & Indiana 
Centra) Railway Company is required to deposit $1,000,000 
of securities, subject to the order of the court. 

‘The rental found to be due up to Jan. 1, 1880, under 
this decree, is about $2,400,000, being a reduction of 
$1,000,000 on the amount claimed by the Columbus, Chi- 
cago & Indiana Central Railway Company. 

** As the questions involved in this litigation are of great 
importance, upon which the decision of the court of last re- 
sort is very desirable, and as the amount at issue is large, 

our company has appealed to the United States Supreme 
Court, where the question of the original validity of the 
lease, its termination by su uent legal proceedings, the 
aeiiisioncy of the action of the Columbus, Chicago & Indiana 
Central Railway Company in reducing its debt, and of the 
manner in which it has performed that stipulation, and the 
amount of rental really due, will all come up for final adju- 
dication. 

“Tt will be remembered that your company has always 
insisted, as an essential condition of the lease, that the 
Columbus, Chicago & Indiana Central Railway Company 
was bound, not only to reduce the amount of its fixed debt 
to $15,821,000, but also to arrange, adjust, and provide for 
the outstanding sectional bonds, maturing at various dates, 
by converting the samesnto the consolidated bonds issued by 
the Columbus, Chicago & Indiana Central Railway Com 


pany. 
tt is probable that some years will elapse before the case 
will be finally determined.” 


Columbus & Hocking Valley. 


This company owns a main line from Columbus, O., south- 
east to Athens, 76 miles ; the Straitsville Branch, from Lo- 
an to New Straitsville, 13 miles ; the Monday Creek Branch, 
rom Nelsonville to Greendale, 12 miles ; the Snow Fork 
Branch, from Bessemer to Orbiston, 4 miles, making 105 
miles in all. The report is for the year ending Dec. 81. The 
equipment consists of 35 locomotives ; 8 passenger, 1 com- 
bination and 8 baggage cars ; 100 box, 1 Jlatform, 1,311 
coal and 18 caboose cars. Four engines, 305 coal cars and 
1 caboose car were added during the year. There are also 
in use on the road 738 coal cars onrued tay coal operators. 
The general account is as follows : ‘ 
Stock ($19,335 per mile)..... icacenandons aeniaen $2,030,150 .00 
Bonds ($24,005 per mile)........ PAS a AOA 2,530,000 .00 
Bills and accounts payable, etc . a 98,258 .94 





IIE «5 inns “cabcenevsccsecvcceossevetbes 72,000.00 
Contingent account....... SE eee i fa chebas 511,359.75 
ary oF eee $5,241,768 .69 
Road and property ($46,851 per 
Nas Spee ener ks 1noh% ..+» $4,919,380.73 


36,616.17 
188,900 .00 
96,871.79 
—_—— - ~ $5,241,768.69 
Stock remains unchanged. The bonded debt consists of 
$1,800,000 first and $730,000 second-mortgage bonds ; it 
was increased $30,000 during the year. The interest charge 
is $177,100, or $1,687 per mile. 
The earnings for the year were as follows: 
1879. 1878. 


Columbus shop account............. 
Sinking funds...... ; 
Cash and receivables........ 


Inc. or Dec. Pe. 





Passengers.... $93,994.71 $86,940.38 $7,054.33 8.1 

Freight...... 911,978.52 756,507.90 155,470.62 20.6 
Mail, express, 

oie ; 26,599.40 28,104.88 D. 1,505.48 5.3 

Total..... $1,032,572.63 $871,553.16 I. $161,019.47 18.5 

» Expenses...... 636,773.31 480,425.73 I. 156,347.58 32.5 





Net earnings.. $395,799.32 $391,127.43 I, 


4,671.89 1.2 
Gross earn. per 


inile.... . 9,834.03 8,544.64 I, 1,289.39 15.1 
Net earn. per 

mie.... .. 3,768.52 3,822.82 D. 53.30 1.4 
Per cent. of 

ere 61.67 55.22 L 6.45 11.7 


The large increase in business brought with it an increase 
in expenses, so that the net earnings show a comparatively 
small gain. 

The income or contingent account was as follows : 

Balance from 1878, less February dividend. .......... $374,424.53 
Net earnings for the year rig gs Sy PR EE hocoy 395,799.32 


' 
REE pee § 770,223.85 








Interest on funded debt.... ....... $175,000.00 
Interest on floating debt.................... 2,658.10 
August dividend, 4 per cent... 81,206.00 








258,864.10 

Le ie bea dum ecd LOCAPeREee $511,359.75 

Less February dividend, 4 per cent., from earnings of 
1879 


Vustacaeehs VoeusCaeheChahredapans 81,206.00 


Adee PRE Ig re .. $430,153.75 
An increase in the balance on hand of $55,729.22 during 
the year. The earnings were more than sufticient to pay the 
8 per cent. dividends, which the company has maintained 

for several years. 
The traffic for the year was as follows: 
1879 1878, 


Balance...... 


Inc. or Dec. P.c. 


Locomotive mileage 840,397 725,074 I. 115,323 15.9 
Mileage of passenger- 
train carey... .:....... 372,497 339,827 I 32,670 9.6 
Mileage of freight cars.11,470,172 9,925,048 I. 1,554,224 15.7 
Passengers carried .... 147,313 138,372 I. 041 6.5 
Passenger mileage..... 3,652,905 3,093,965 I. 558,040 18.1 
Tons freight carried... 1,306,966 1,049,319 I. 257,647 24.6 
Tonnage mileage ..... 73,188,798 63,317,069 1. 9,871,729 15.6 
Av. receipt: 
Per passenger per mile. 2.57 cts. 2.80 cts. D. O0.23ct. 8.2 
Per ton per mile oe oer? La. ? € 0a? 4.3 


The average passenger journey was 24.8 miles; average 
freight haul, 56 miles. The average number of passengers 
per car-mile (excluding baggage) was 13.30; average tons 
of freight per car-mile, 6.88. Of the tons carried 84.8 per 
cent. was coal. Coal tonnage for five years has been: 1879, 
1,108,878; 1878, 913,907; 1877, 800,795; 1876, 782,316; 
1875, 758,016 tons. 

During the year 900 tons of steel rails were laid, additional 
yards made at Columbus and Logan, and a new freight 
depot built in Columbus. Four locomotives and 800 coal 
cars were bought. 

A contract has been made for the building of the Ohio & 
West Virginia road, which will be under the same manage- 
ment as this road. It will extend from Logan to McArthur, 
25 miles, through a fine farming country ; thence 40 miles to 
Gallipolis on the Ohio, and thence along the river to Pom- 
eroy, 20 miles, making 85 miles in all. For 35 miles it passes 
through a country rich in fine iron ore, from which a large 
traffic is expected. It will also furnish a route to the Hock- 
ing Valley furnaces for Missouri ores brought by river. All 
the material has been bought, and the road _ is fo be finished 
thissummer. It will be substantially built, and laid with 
steel rails. Much of the country on the line has been with- 
out railroad facilities. 
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Columbus & Toledo. 


This company owns a line from Columbus, O., to Wall- 
bridge, 118.2 miles, and it leases from the Pennsylvania 
Company the use of 5.5 miles, from Wallbridge to Toledo, 
making 123.7 miles worked. It owns valuable docks at 
Toledo. The road is an extension of the Columbus & Hock- 
ing Valley, having the same management and nearly the 
same ownership. Its third annual report is for the year 
ending Dec. 31, 1879. 

The equipment consists of 12 locomotives ; 10 passenger, 
and 4 baggage cars; 174 box, 50 stock. 10 lime, 66 plat- 
form, 601 coal and 8 caboose cars. One locomotive and 10 
lime cars were added during the year. 

The general account was as follows : 

Stock ($7,742 per mile).... ..........ssseeeceeseeeee $015,007.85 
Installment interest scrip. 1 

Bonds ($20,880 per mile)........ 
Bills payable......... Bs 
Accounts and balances 
Contingent account 





fe ccis 89,095.67 


a a ce $3,775,854.31 
Road and property ($29,419 per mile). .$3,477,292,08 
Installment interest.................... 160,484.60 
Interest on dock purchase.......... 32,597.25 
Cash, materials and receivables 96,480.38 





3,775,854.31 
Stock was increased $17,990,23, and bonds, $52,000 dur- 
ing the year. The bonds are all 7 per cent. first-mortgage 
bonds. The bills payable are chiefly ten-year notes given in 
ow for real estate. 
“he earnings for the year were as follows: 
1879. 1878. Inc, or Dee. P.c. 
.. $132,771.17 $115,839.25 L $16,931.92 14.6 
419,489.38 379,702.89 I. 39,786.49 10.5 
22,632.54 22,329.09 I, 303.45 1.3 


Passengers... .. 
Freight 





Total . $574,893.09 $517,871.23 I. $57,021.86 11.0 
Expenses ... . 314,632,71L 295,612 59 LL 19,020.12 6.4 
Net earnings .$260,260.38 $222,258.64 I. $38,001.74 17.1 
Gross earn. per 
mile.... ipager 4,647.48 4,186.50 I. 460.98 11.0 
Net earn. per mile. 2,103.96 1,796.76 1. 307.20 17.1 
Per cent. of exps 54.73 57.08 D. 2.35 4.1 


The earnings, both gross and net, show a steady increase, 
indicating that the new road has already an established traf- 
fic, in spite of the business depression of two out of the 
three years since its opening. 

The income or contingent account is as follows: 
Balance from 1878. 


cae $28,051.69 
Net earnings for 1879... 


260,260.38 


aivgees ---. $288,312.07 
. $169,867.31 
8,170.10 
21,178,990 


Total ena eeeicee 
Interest on funded debt. . 
Interest on floating debt sarees 
Interest on lease from Penn. Company 
199,216.40 


Sa ere ers $89,095.67 
The road thus earned a considerable surplus over all 
charges, to be applied to payment of interest, scrip and other 
liabilities, 
The traffic for the year was as follows: 


Balance at close of year ‘ ‘ 


1879 1878. Inc. or Dec. P.c. 

Mileage of locomo- 
og PTE 446.440 416,530 I. 29,919 7.2 

Mileage of pass. train 
errr ee 616,529 531,889 IL. 84,640 15.0 

Mileage of freight i 

cars... edie . 6.706,502 6,315,697 L 390,805 6.2 
Passengers carried 164,382 145,283 I. 19,069 13.1 
Passenger mileage... 4,785,351 4,570,485 I. 214,866 4.7 
Tons freight carried 454,119 345,605 I. 108,514 31.4 
I, Ng 


Tonnage mileage... ..48,253,092 36,349,392 
Average receipt: 
Per pass. per mile 2.77 cis. 2.53 cts. I. 0.24 ct. 9.! 
Per ton per mile..... 0.87 } Loo. a. Sir" WW. 
Of the treight carried, 63°B per cent. was coal and 16.9 per 
cent. lumber. Thecoal tonnage was 287,192 tons. he 
average number of passengers per passenger-car mile was 
10.61: tons per freight-car mile, 7.19. The average passen- 
ger journey vas 29.13 miles; average freight haul, 103.33, 
)f the tons carried, 335,773 were through freight. 

An increase of business is looked for by the opening of the 
new Ohio & West Virginia road, giving an outlet for lumber 
from this road to the Ohio River. 

In January last the board decided to call in all the out- 
standing scrip and cancel it, paying in cash all interest due 
and all fractional amounts, and issuing new scrip for all even 
amounts. Interest on the called and canceled scrip was to 
cease Jan. 31 last. It was further resolved that of the new 
scrip to be issued the company should pay off at least 10 per 
cent. each year, besides paying the interest. Payments have 
been made in accordance with this arrangement, which will 
appear in the next annual report. In a few years all the 
floating debt and scrip will be paid off, leaving any surplus 
earnings to go to the stock. 


11,903,700 32 
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South Carolina. 


This company owns a main line from Charleston, 8. C., 
to Augusta, Ga., 187 miles; a branch from Branchville, 8. 
C., to Columbia, 68 miles, and a branch from Kingsville to 
Camden, 37 miles, making in all 242 miles. The road is now 
worked by J. H. Fisber, Receiver in foreclosure suits. 

The following statements are compiled from the Receiv- 
er’s monthly reports by the Charleston News and Courier. 
For the three months of 1878, from Oct. 1 to Dec, 31 the 
earnings were as follows: 

Gross earnings ($1,534 per mile)..... Teas .. $371,316.89 
Expenses (44.28 per cent.)........ Or 
Net receipts ($856 per mile).................++6. $207,040.52 

These three months, however, are usually the busiest of 
the year, giving on this road the largest traffic and the best 
results. No comparison can be made with the previous 
year, the only accessible statements being those for the full 
year. 

* For the calendar year 1879 the earnings were as follows: 
1879 1878 Inc. or Dec. P-.c. 
$40,162.14 4.0 


ww. ° 
Gross earnings $1,052,023.75 $1,011,861.61 I. 
I. 117,445.47 19.5 


Expenses...... 720,001.39 602,555.92 








D. $77,283.33 18.9 





Net earnings $332,022.36 $409,305.69 


Gross earn. per 


Ts sa6cenene 4,347.06 4,181.25 I. 165.81 4.0 
Net earn, per 

Se 1,371.99 1,691.35 D. 319.36 18.9 
Per cent. of ex- 

penses ... 68.44 59.55 I. 8.89 


For January, the latest month reported, the —- 
were $128,159.87 gross, and $60,014.52 net, against $100,- 
027.12 gross, and $50,461.15 net in January, 1879. For 
the whole period of sixteen months from Oct. 1, 1878, to 
Jan. 81, 1880, the statement is as follows: 

Gross earnings ($6,391 per mile)............ 
Expenses (60.61 per cent.).... 


$1,546,500.51 

937,323.11 

Net earnings (2,517 per mile)..........4....... $609,177.40 

The statement does not cover disbursements outside of 

working expenses, but it is understood that these net earn- 

ings have been applied to improvements of road, new equip- 
ment and payment of interest on part of the bonded debt. 
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